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24 WHICH BIKE IS THE RIGHTSIZE? 

All the same color but not the same power. 

We play Goldilocks with three SX-Fs. 

32 THE DAY THEY WON THE TITLE 


66 DR TESTED 
72 DR. DIRT 
76 PRO SECRETS 
85 TRAIL TIP 


On the podium, champs only have a few minutes to reflect. With years, 
see what these past champs have to say. 

40 2017.5 KTM 450 SX-F FACTORY EDITION 

Close to the standard model on paper but far from it on the track. 
Minor upgrades pay big gains. 


DEPARTMENTS 

8 SIGHT LAP 
10 TEAR OFFS 
18 GEAR BAG 


46 2017 KTM 250 EXC-F 

KTM’s plated dirt bikes are ready to rip (real knobbies not included). 


20 HOTSHOT 

88 MARKETPLACE SHOWCASE 


50 PAUL WHIBLEY RIDES AGAIN 90 LONG HAUL 

Why the two-time GNCC champ got back on a racebike... 
and why it was a 125. 

ON THE COVER 


54 BRAKE PERFORMANCE BREAKDOWN Our 450 SX-F shows its little brother who’s boss in this corner. 

We pulled out the stops to show you which mods really make a differ- chris Tedesco shot the P hoto then broke U P the horseplay, 

ence when slowing down. 


58 THE MASH-UP MACHINE 

We ride Frankenstein’s monster to see if the mighty KX500 motor 
marries well with a modern frame and suspension. 

62 BLAIS RACING 300 XC RACEBIKE TEST 

Does a 300 two-stroke need more power? 

Yes, the answer is always yes. 
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Eli Tomac was a Team Dunlop Elite squad member a decade ago when he was just a kid. 

Now he’s winning 450-class Supercross races. 

Times change, but some things don’t: If you want to win, you race on Dunlops, 







THIS ISN’T JUST A 
FASHION STATEMENT. 

The flame-shaped venting slots 
and outer perimeter ensure an equal 
amount of contact surface between 
the pad and disc throughout 
the rotation. 

THE FLAME SERIES. 
WHAT’S STOPPING YOU? 
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Model 

Number 

Weight 
perl 00 links 

Tensile 

Strength 

520DZ2 

3.08 lbs. 

7,870 lbs. 

5 20 VO 

3.31 lbs. 

8,000 lbs. 

520ERT2 

2.99 lbs. 

8,100 lbs. 

520MX 

3.43 lbs. 

8,930 lbs. 

428NZ 

2.20 lbs. 

5,740 lbs. 

420NZ3 

1.81 lbs. 

4,930 lbs. 


Maximum 

c.c.’s 


450 c.c. 
500 c.c. 


450 c.c. 
500 c.c. 


D.I.D Motocross race 
chains have our 
exclusive SDH pin 
treatment that 
creates a hard 
chromium carbide 
layer on the pin 
surface for strength 
and long life 


S20DZ2 GOLD 

D.I.D’s 520DZ2 is a Great 
Value in a light weight, high 
performance race chain 


economy 

price 


520VO O-RlNG 

The 520VO is Applicable 
for Street Motorcycles, Off 
Road Motorcycles and ATV’s 
up to 500c. c. 


D.I.D Chains and DirtStar Rims 
are a Great Value! 

Eli Tomac 
Monster Energy 
Kawasaki 


DirtStar® Originals 



• Designed for MX & Offroad Racing 

• DirtStar® Originals - Stronger Than 
OE/Stock Rims 

• OE/Stock Hubs, Spokes & Nipples 
Compatible 

• Easy to Lace Up, True Running 

• Great Value - Prices Start at 
$138.72 MSRP 

Made in Japan 

615 . 323.4020 


www.didchain.com 


Silver or Black 



MEETING YOUR HERO 


Story By Pete Peterson • Photo By Chris Tedesco 

How many of you have met your childhood hero? When I 
was a kid I would get racer autographs on the backs of my 
dad's business cards then tack them to a Bob Hannah poster 
I had on my wall. That poster had Hannah's signature printed 
on it, but I never got his autograph. Then through the magic 
of working at Dirt Rider, about 10 years ago I met my hero, 
and I likely have met your hero too. 

A phone interview several years ago had me talking with 
Brad Lackey about a photo you see in this very issue. It's a 
shot from the day he won his Motocross World Champion- 
ship. He mentioned casually that it would be interesting to 
do a story with various champions on the day they won their 
championships. I filed that idea away until recently when 
we sent Shan Moore out to get that story from four cham- 
pions, each from a different decade, on their winning day. 

The stories evolved to cover their whole season, not just the 
wrap-up day, so "That Day" became "That Year." 

We've done another, "Which bike is right for me?" story 
for this issue. And to add a little hero power, we enlisted 
skate legend Steve Caballero. He's got intermediate moto- 
cross speed but the confidence of a legend. I must have told 
photographer Chris Tedesco a dozen times not to encourage 
Steve to launch any of the big jumps. I must have told Steve 
two dozen times to ride mellow and not try to impress any- 


body. And I think I lost at least a week off of my life when I 
saw him charging toward the step-up triple with the throttle 
making his intentions clear. He launched-and landed per- 
fectly. I signaled Tedesco to put away the camera, but Steve 
launched again. Then again. Tedesco was smiling. 

In this issue we have a bike built by racing hero Chris Blais. 
His racing career ended short with an injury, and now he 
owns a team and builds racebikes for his racers. And since 
super-tester Michael Allen didn't call me mid-test to report 
another dislocated shoulder, I knew there must be something 
very special about the machine Blais put together. 

Shan Moore was on the spot for another hero's story, this 
one from the recently un-retired (sort of] Paul Whibley. Shan 
got some insider scoop that Paul would be lining up at the 
GNCCs this year and pulled together the story of what got 
him there and why he was on that little bike. Paul's story 
shows how motorcycles take us to places they don't physi- 
cally get us to. 

As for the Ryan Dungey you might think you see in a bike 
test in this issue, well, that's our resident Dungey- wannabe 
Kris Keefer, adding some style points to the Factory Edition 
bike test. But there is a real photo of Ryan in the news sec- 
tion, showing what a true hero he is beyond all the race wins 
and championships. Dl 
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The 2017 King of the Motos was nothing if not dramatic: injuries, 
penalties, night racing, and a totally new format. Although the 
event has been part of Ultra4's King of the Hammers for several 
years, it's safe to say there's never been a KDM quite like this. For 
the first time the event consisted of three different races (motos] 
instead of one final preceded by qualifiers. The riders' finishing 
positions in each were added together, with the lowest combined 
score winning. Jimmy Lewis, the mastermind and driving force 
behind the race, said the new format primed the event for good 
racing. It gave riders a chance to make up for a bad race, and 
there could be three types of events in one-a night race, a desert 
race, and an extreme race. 

□h, yeah, and promoter Lewis put a premium on navigation 
instead of having the riders follow markings. 

In the end, Colton Haaker topped the 2017 edition of King of the Mo- 
tos, though the win was somewhat controversial since Cody Webb 
actually crossed the finish line first but missed a checkpoint just 
before the end of the race, dropping the FMF KTM rider to seventh. 

According to Lewis, the emphasis on navigation is to allow 
riders to get back to reading the terrain rather than reading 
arrows. "Each year I've been using less and less marking. This 


year, I just decided I didn't want to mark anything but the check- 
points, so the riders were relying solely on GPS navigation. We 
used a tracking device called the Yellow Brick Navigation System, 
which notified us when a rider went through a checkpoint. We 
provide the riders with a track log, which is basically just a line 
directing the rider to the next checkpoint." 

Lewis told us he doesn't require the riders stay on the course, 
as long as they go through each checkpoint. He also doesn't mark 
danger areas because he tells the riders before the race that the 
entire course is dangerous, adding that what is dangerous for one 
rider may not be dangerous for riders like Webb or Haaker. 

"Cody Webb was clearly the best navigator out there," Lewis 
said. "He just made a mistake five minutes before the finish of the 
race and missed a check. He basically came over the hill and he 
saw Hammertown and he just quit looking at his GPS and rode in 
the same way he did in the morning race, which was the wrong 
way. He missed a canyon you had to go through to get to the final 
checkpoint." 

The mistake handed the win to Haaker, who had to overcome j 
a setback earlier in the race when he stopped to assist Taylor i 
Robert, who had crashed and needed assistance. | 

£ 
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Colton stopped for approximately a minute and a half to check 
on Taylor, and thanks to the GPS navigation system, the pro- 
moters were able to tell how long Colton (and others] had stopped 
to help and were able to adjust times after the race. 

"At the time, Colton gave up his race to help Taylor," Lewis said. 
"But we were already on the way with help because a helicopter 
had been following the leaders and notified us on the crash and 
that Taylor needed help." 

We checked in with Taylor Robert at the end of March. The 
KTM factory racer lost 22 pounds while in the hospital but had 
gained 12 back. The doctors removed 12 inches of his small in- 
testine and he was still healing from the process but had been 
bicycling, doing a bit of trail riding, and slowly trying to get 
back in shape. He is out of contention for the two champion- 
ships he was contesting 

this year, so there is no KOM RESULTS 

urgency to get back on COL ton HAAKER (Sq) - 

the bike, but this year s /r „_ ~ — 

TC ™. r . * , . 2. MAXGERSTON BETA 

ISDE in France is the big 

? 3. MITCH CARVOLTH KTM 

qoal that Taylor has set - — 

for himself. 4. NOAH KEPPLE (KTM) 


ENDUROCROSS RACE FORMAT 
REVAMPED 

This February, Bonnier Corporation, Dirt Rider's parent 
company, made a deal to take over the promotion rights 
for the EnduroCross series. Eric Peronnard, the sport's 
creator, and Lance Bryson, Director of Special Events, 
will rejoin the Dirt Rider family, and Peronnard is promis- 
ing to bring exciting changes to the sport as it prepares 
for its 14th season in the United States. 

NEW FORMAT FOR THE NEWLY NAMED 
SUPER ENDUROCROSS CLASS 

■ Top eight riders in the standings automatically qualify 
for the main event. 

■ Qualifying race to seed five additional riders into field. 

■ Gate pick-determining seven-lap race also awards one 
point to the winner. 

■ The top 12 riders of the qualifier go into bracket racing 
(four brackets of three, then two brackets of two, and 
one final bracket of two). Winner of the final bracket 
collects one point. 

■ LCQ (two riders transfer to 15-man main event) 

■ Fourteen-lap final with a new feature at some loca- 
tions: a "no joke lane" ridden once during the race by 
each participant. 

■ In addition to the Super Endurocross class, four support 
amateur classes: Vet, Women, Trials, and Amateur. 

(Si ADAM BOOTH 



2017 ENDUROCROSS 
SCHEDULE 


AUG. 19 

LAS VEGAS, NV 

SEPT. 23 

RENO, NV 

SEPT. 30 

DENVER, CO 

OCT. 14 

EVERETT, WA 

OCT. 28 

PHOENIX, AZ 

NOV. 4 

BOISE, ID 

NOV. 18 

ONTARIO, CA 


FOR MORE INFO, GO TO WWW.ENDUROCROSS.COM. 
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JARVIS GETS FIFTH WIN AT HELL’S GATE 

Graham Jarvis continues to be the man to beat when it comes to 
extreme off -road racing, as the Rockstar Energy Husqvarna Fac- 
tory rider added a fifth Hell's Gate victory to his extensive resume 
in February Not only did Jarvis win the three-hour final, but he 
also won morning qualifying, which was somewhat of a surprise 
for him, since he normally excels in the longer races. 

Dirt Rider called Jarvis two days after his big win, and he told 
us, "Hell's Gate is probably the toughest one-day event of all of the 
extreme races, just because of the long hours on the bike. There 
is a morning qualifying session and then a three-hour final in the 
afternoon. 

"The qualifying now has a lot of man-made obstacles, like rock 
piles and wooden ramps, which are close to the paddocks to give 
the spectators better access. I'm not much of a fan of the man- 
made obstacles, but that's how the sport is going these days, so it 
was a surprise to win the morning session." 


& COURTESY FUTURE7MEDIA, 


1. GRAHAM JARVIS (HSQ), 3:08:23 (14 LAPS) 


2. TRAVIS TEASDALE (KTM), 3:12:34 (14 LAPS) 


3. WADE YOUNG (SHERCO), 3:13:42; (14 LAPS) 


4. MARIO ROMAN (SHERCO), 3:17:01 (14 LAPS) 


5. PHILIPP BERTL (BETA), (13 LAPS) 


Graham Jarvis looks for lines as he a 
navigates a rock field en route to the 
win at this year’s Hell’s Gate. 




ra)ius pro 1 


Built from the trusted Radius chassis and adapted to conquer 
the harshest riding conditions and deliver technical solutions 
to the pain points off-road riders may encounter. The Radius 
MOTO delivers uncompromised standards in fog resistance, 
field of vision, lens durability, ventilation and comfort to 
represent the next chapter in optical excellence. 
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BAYLOR SCORES OFF-ROAD TRIFECTA 

O ff -road racing in the East consists of three major series: Grand 

National Cross Country [GNCC], AMA National Enduro, and Full Gas 
Sprint Enduro. Most of the time riders pick a series and specialize, 
since it's rare that someone would excel at more than one, though most of 
the teams now are requiring their riders to compete in at least two of the 
series. In 2015, Kailub Russell won both the GNCC title and the National 
Enduro title in the same year. Charlie Mullins has won a title in each series 
but not in the same year. In 2017, Steward Baylor scored what could be 
considered the off-road trifecta by winning the opening round of the AMA 
National Enduro series, round two of the Full Gas Sprint Enduro series, and 
the opening round of the GNCC series. It was a feat that garnered a lot of 
attention in the off -road world. Dirt Rider spoke to the South Carolina rider 
to find out his secret. 

"My roots are with the National Enduro series-that's what I grew up 
racing-and I've never really expected to win in the other series," Baylor told 
Dirt Rider. "But this year I've spent a lot of time riding moto at Matt Walker's 
place and I've really dedicated myself to a diet and working out, and I think 
it is paying off. I've always been destined to be a big guy, it's just in my 
genes, but I've lost 10 pounds during the off-season and I think I'm in the 
best shape of my life, and it shows in my riding." 


SUPPORT ST. JUDE 
MEDICAL RESEARCH 

Ryan Dungey has been a supporter of St. 
Jude Children's Research Hospital since 
2012 and holds an annual St. Jude Ride 
R 5K Run (stjude.org/riderunmn) the day 
after the Millville motocross round. Now 
you can help out from anywhere with this 
cool T-shirt offer. For a $20-per-month 
donation, you'll get this Dungey T-shirt. 

To give, text DUNGEY to 785833. For more 
info, contact matthew.osheajastjude.org. 

mi BROWN DOC WILSON 


Steward Baylor on his way 

.d. 

to the win at the Sumter 
National Enduro: 



m SHAN MOORE 
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TEAR OFFS 


QUICKIES 

■ Suzuki has introduced the RM 
Army program, which makes more 
than $6 million in contingency 
available at the amateur level for 
motocross, supercross, and off-road 
racing in 2017. 

■ Answer Racing has announced a 
three-year agreement with the Red 
Bull KTM Factory Racing MXGP team. 
The team will consist of eight-time 
World Champion Antonio Cairoli and 
second-year MXGP class rider Glenn 
Coldenhoff. 

■ The Raines Riding University/Atlas 
Yamaha/Offroadviking/Trail Jesters 
team has announced its lineup for 
the 2017 GNCC season, and it consists 
of South Carolina’s Braxton McGee, 
North Carolina’s Trevor Barrett, 
Connecticut native Zach Toth, and 
South Carolina’s Brody Johnson. 

■ Former Women’s Motocross 
competitor and three-time Loretta 
Lynn’s title winner 

Mackenzie Tricker from Australia will 
ride the GNCC series in 2017 on a KTM 
250 SX-F provided by KTM Australia. 


KTM FUEL-INDUCTED TWO-STROKE 



We've been hearing the rumors for years: KTM is secretly developing a fuel-injected two-stroke. 
Well, it seems the rumors are actually true, and this could be a game-changer in the realm of 
off -road motorcycles. As part of its 2018 EXC range, KTM will be introducing a two-stroke 
fuel-injected enduro model. 

It's long been hinted that KTM's 
research and development depart- 
ment in Mattighofen, Austria, 
was developing the technology. 

Fuel injection offers considerable 
benefits over carbureted models, 
including drastically reduced fuel 
consumption while also no longer 
having the need to premix fuel or 
fiddle with jetting. In addition, the 
new two-stroke TPI models offer 
a completely new experience in 
terms of power delivery and ride- 
ability. As market leaders in this 
segment, KTM believes the new 
two-stroke fuel-injection technol- 
ogy, known as TPI (Transfer Port 
Injection], is revolutionary. 

Stay tuned! KTM is promising 
more information during the bike's 
introduction at the international 
media launch, which begins May 
15, 2017. 


GS PHOTO COURTESY OF KTM 


DIGITAL DIRT 


• RIDE ALONG WITH ROBBY BELL AT THE 2017 PRIMM W0RC5 RACE. DIRTRIDER.COM/BELL-PRIMM-WORCS 

• SPEND A DAY WITH JASON ANDERSON AT ALDON BAKER’S FARM. DIRTRIDER.COM/ANDERSON-BAKERS-FACTORY 

• VIDEO HIGHLIGHTS FROM THE KENDA FULL GAS SPRINT ENDURO IN GASTON, SOUTH CAROLINA. DIRTRIDER.COM/SC-FULLOASSPRINTENDURO 

• A LOOK AT COLE SEELY’S FACTORY CRF450R. DIRTRIDER.COM/SEELY-CRF450R 


LETTER OF THE MONTH 



laawa Teal, your letter got you a 
Sunstar prize package of a Works-Z rear 
sprocket, a steel front sprocket, and a 
TripleGuard sealed chain. 




I took up dirt biking last year and have gotten completely addicted, as 
happens when you take up dirt biking! However, as a woman, I feel that 
there just aren't a] enough of us ladies riding, b] many resources (advice 
for women), and c) women-specific riding gear/equipment! 

I recently became the proud new owner of a KTM 150 XC. I love this 
bike; it has increased my riding ability and confidence. However, in 
figuring out which bike to buy, I had to resort to talking to a bunch of big, 
EnduroCross-loving men. Although we got around to the right bike in the 
end, the point is women are different! That said, I do love Moto Girls [a 
section on dirtrider.com]. Well done with that. 

Keep digging that dirt! 

Teal Lansing 
Boulder, CO 

There are a ton of us ladies riding; come join us girls at the Babes In The Dirt 3! If 
gou're euer out West, come find me; I loue meeting new friends to ride with. As 
gour resident female staffer, I appreciate gour letter and we’re working on more 
couerage for women riders including how-tos, product reuiews, and hike-test 
opinions. -Lindseg Louell, Web Producer 


J 
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Morgan Freeman 

SU2C Ambassador 
Executive Producer 
of the documentary, 
The C Word 


breakthrough 

Breakthroughs are the patients 
participating in clinical trials, the 
scientists and doctors working 
together to advance the fight 
against cancer, and the brave 
survivors like Tonya who never 
give up. Let’s be the breakthrough. 
To learn about appropriate 
screenings and clinical trials 
or to help someone with cancer, 
go to su2c.org/breakthrough. 
#cancerbreakthrough 

■tf STAND 
UP 

I ANCER 

Genentech 

Roche Group 


TheCWordMovi 0 .com 


TM 


Stand Up To Cancer ps a program of the Entertainment Industry Foundation, a 501 (c)(3) charitable organization. Please talk to your healthcare provider about appropriate screenings for your age. 
sex, family history and risk factors; and about dinicaS trials that may be right for you. Photo by Migel Parry 



GEAR BAG 


1. MALCOLM SMITH RACING 

Voyager Jacket Black/Hi Viz: $299.95 

This mid-weight waterproof jacket has 
pockets, vents, and a rear pouch big 
enough for a tool roll. 

msracing.com 
(866) 838-4199 


2. ALPINESTARS 

A-10 Full Chest Protector: $229.95 

This protector wraps all the way around 
the torso and has EN 1621-2: 2014 Level 
2 back protection and EN 1621-3: Level 2 
full chest type A protection. 

alpinestars.com 
(800) 409-0903 


3. IMS PRODUCTS 

Core Footpegs: $159 

These are the “sharp” version for those 
who put a premium on grip. IMS also 
offers a “standard” version. 

imsproducts.com 
(800) 237-9906 


4. PRO CIRCUIT , 

Airboot For KX250F: $600 

This airboot is.designed to give air a 
straighter shot into the throttle body 
and increase the engine’s over-rev. 

procircuit.com 

(951)738-8050 


6. JGRMX 

Yamaha Carbon-Fiber Exhaust Heat 
Shields: $99.95 

Made in the USA, out of 100-percent 
, carbon fiber (not just the last layer), 
these shields keep your header dent- 
free and your pants burn-hole-free. 

jgrmx.com 
(877) 905-4769 


ONE BOOT AT A TIME 


WM 


ssSSV 
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Jirjf payton of Pro Circuit explains why its airboot IS so pricey. "The 


airboot uses what they call soft tooling to produce the part, instead of hard 
tooling. So as you make the part, the tool itself starts to deteriorate and 
you eventually can’t pull the part off it. The tool is typically good for 20 to 
25 uses. But airboots can change from year to year, so investing $12,000 
in hard toolingdoesn’t necessarily make sense. We know the airboot isn’t 
sorfieththg that everyone is going to want or need, but it is designed for the 
realljjrserious racer— it’s going to give them more top-end. Obviously we 
sperrtri^time with the 3-D CAD engineering it and developing it, and we 
have tiratO® data to be able to produce that soft tooling to have the part 
cast. Theycan only make one airboot at a time, meaning, if the guys are 
making them, they make five a week. It’s a day’s labor to get one part.” 
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Close enough isn’t good enough for you, and it’s not good enough for us. That’s why we offer feature 
packages tailored for every type of off-road rider. Pure performance. Hunting companion. Dune blaster. 
Trail tamer. Whatever your passion, we have just the Can-Am® off-road vehicle for you. 

The Ride Says It AIL 


Defender MAX XT’ n HD10 Maverick'" MAX X®rs 1000R 

TURBO 





Commander 1 * XT 1000 Out lander 1 " MAX XT 570 Outlander X mr 1000R Renegade® X xc 1000R 


© 2017 Bom bardlet Recreational Predicts Int. [BRP}. All rights deserved. ™, * a ltd She BRP logs are traffemarks of Bombardier Recreational Products. Inc. or its affiliates. In the USA, 
the products are distributed by BRP US Inc, BRP reserves the right* at any time, to discontinue or change specifications, prices, designs, features, models or equipment without incurring 
otrfigatkm. Same models depicted may include up hona equipment. BRP highly recoin ner ds 1 hat all ATV drivers take a training couise. For safety and training information, sea your dealer 
«, in USA* call the ATV Safety Institute at 1-600-837-2S87. In Canada* call the Canadian Safety Council at (613) 733-1535 eod 227. Read Ihe Operators Guide and watch the Safety DVD 
before riding. Wear appropriate protective clothing and helmet, for Side-by-side vehicles, fasten steral net and seat belt at ell times. Never engage m stunt droning and avoid excessive speed. 
Always observe applicable local laws and regulations. Sice-sv-side vehicles and ATYs are recommended for drivers aged 16 and older, and passenger aged 12 and older only. For eft-mad 
use only. Never dde on paved surfaces or public roads. Always ride responsibly and remember that riding and elects .'drugs don't mix: 


can-am 


Can- AmOff road . com 
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AIRGROUP/ 
ENDURO ENGI- 
NEERING RACING 
HUSQVARNA’S 
THORN DEVLIN 

was sitting atop the Rekluse 
Expert-AA standings in the 
Kenda AMA National Enduro 
Series at the time we went 
to print. The Expert-AA 
class is a step below the Pro 
division. There are no age or 
bike restrictions in the class, 
and riders graduate to the 
Pro division the following 
year after accumulating 
a designated number of 
points. 


01 SHAN MOORE 



MONSTER 
ENERGY 
KAWASAKI’S 
ELI TOMAC 


Rl BROWN DOC WILSON 


has a unique way 
of creating leverage 
when he whips his 
bike. Tomac will hook 
his foot underneath 
one of his razor-sharp 
factory pegs in order 
to better control the 
rear end in the air. 



GET 


FOR YOUR RIDE 



Buying new tires for your bike doesn't need to be difficult 
if you know the answers to a few key questions: 

What type of riding do I typically do? 

Do I want the same tires that I currently have? 
Do I know what size tires I need? 

There are multiple tire size numbering systems, and it can 
get pretty confusing. Make sure to educate yourself on tire 
sizes and speed ratings before selecting your tires. 

THE DENNIS KIRK TIRE FINDER 

at: denniskirk.com/tires-and-wheels takes the guesswork 
out of finding the right rubber for your ride. 



denniskirk.com/tires-and-wheels • 800-731-3595 


TIRE FINDER r« v 




CFtfCATf I 'tUt* SOU* t. 


9^ ACC* 

llRELLI 


KEN DA 


INiNWi 


ZtRIDGESTOflE 


77ie Motosport Spirit 


/V'DEnmsKirK 

71 WE SHIP TDDRY 





Story By Kris Keefer • Photos By Chris Tedesco 


L ife is full of choices, right? Like picking the correct size dirt bike for your style and riding ability. 
Questions flood in all the time about which size motocross machine is right for our readers. So we 
decided to put this question to the test. We picked five riders who ranged in weight and ability to 
ride the 2017 KTM 250 SX-F, 350 SX-F, and 450 SX-F in a controlled environment. We enlisted LitPro and its 
helmet-mounted GPS-enabled data system to help us track each rider's lap times and progress (if any was 
made) throughout the day of testing. None of the test riders were told their lap times during the test, as 
they had to pick which bike they felt most comfortable and thought they were fastest on. Below are their 
opinions and ranking (in order), as well as their best lap times on each size. 
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KTM 450 SX-F 


2 fflft 



strength on top 


MATT BYNUM 


oughout the 


-MATT BYNUM 

510’, 155 LB., INTERMEDIATE 

Personal Ranking: 1. 350, 2. 250, 3. 450 

Actual Lap Times: 2:02 (350), 2:05.47 (450), 2:05.50 (250) 


BREAKING DOWN THE KTM SIZING 

Here is a quick refresher of what each KTM engine and chassis 
character is like from when we tested them earlier in the year. 

250 SX-F: The 250 SX-F doesn't have a big bottom-end hit but 
churns out mid- to top-end horsepower like no other 250 in the 
class. You can't lug it as much as other 250s, but if you are a 
screamer and like to get the most out of each gear, this might 
be the right engine character for you. The chassis is light and 
nimble and is a very capable cornering machine. The fork can 
get a little soft at times for a heavier rider, but overall balance 
of the KTM 250 SX-F is comfortable and plush. 

350 SX-F: More torque than a 250 SX-F out of corners, but the 
350 pulls similarly to the 250 in the mid- to top-end power. The 
350 can be lugged a little more than the 250 yet still prefers to 
be revved out like the 250. The chassis is still very 250-esque 
feeling and can be flicked around just like its little brother. 

The fork, however, is not quite as comfortable through the 
mid-stroke like the 250 and 450 and can be somewhat hard to 
dial in at certain tracks when there are bigger braking bumps. 
Vibration is not an issue when the engine is spooled up. 

450 SX-F: The Big Bertha of this group feels super light com- 
pared to other 450s in its class. The engine character is smooth 
off the bottom, but you are able to carry second gear longer on 
this 450 than all other competitors in its class. Mid- to top-end 
is more than you will need but will never rip your arms out of 
their sockets while increasing the throttle. The WP suspension 
has enough movement and hold-up for an aggressive rider but 
is also stiff enough for a slower rider who may not be able to 
clear all of the obstacles on the track. 


RIDER OPINION 


Starting with the 250 SX-F, I personally enjoyed this bike a lot. 

To me it feels so light and nimble I can go anywhere on the track. 
Since I am accustomed to a 250 (because that’s what I race) it was 
easier to feel at home on this size of a machine. Aside from great 
handling characteristics and comfort, this bike has a strong engine 
package; however, I don’t find it quite up to par with its bigger 
brothers. It pulls hard throughout the midrange and really shows 
its strength on top, but I noticed a rather large lack in bottom-end 
power. I really like this bike, yet the engine lacks in bottom-end 
power, making it my second favorite. 

This 350 is hands-down one of the most fun bikes I have ridden. 

I feel this bike shows off its light and nimble characteristics, which 
were very notable on the 250. The 350 was my favorite for its engine, 
which allowed me to ride it like a 250F and stretch out each gear. It 
is a very free-revving bike, and you are also given the option to ride 
it like a 450 and ride it a gear high easier than you can with the 250. 
With the 350’s super-responsive bottom-end rpm response and 
midrange pulling power, as well as its ability to rev far like a 250F, 
this in-between cc’d bike is a very good option for a rider like me. 

Moving on to the biggest bike in the SX-F lineup, the 450 was my 
least favorite. The reasons were the fork and engine. Starting with 
the fork, I felt that it did not offer much rider comfort for my weight. 
One of the biggest characteristics I look for in a bike is a plush ride, 
and I want a bike that offers as much rider comfort as possible. Being 
more of a 250F rider, I want very smooth, less scary, linear power on 
the bigger bike. The 450 was just a little too aggressive for my liking, 
and I was more timid on this machine out on the track. I felt it had 
a very hard-hitting power delivery and was a very solid motor, but I 
think the 450 SX-F is geared more toward bigger riders and/or riders 
who have had time on big bikes. 
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SINCE 1950 — — 


EXPERIENCE MAKES THE DIFFERENCE. 


HIDDEN ARAI BENEFITS 



Why Round, Smooth, 
and Strong? 


Why not go radical with shell design? It might help 
sell helmets, but it doesn’t increase protection, 
and protection is Arai’s primary focus! 



Round shells have proven 
to slide and glance off 
impacts better, reducing 
how much impact energy 
enters the helmet. 
Smooth shells minimize 
the chances of catching 
on obstacles, reducing 
potential rotational force. Strong shells resist 
intrusion of sharp objects and displace impact 
energy further and more evenly across the shell. 






These extra efforts offer more than just what is 
expected. Arai demands more, and so should you! 


Creator of the first motorcycle helmet in Japan, 
Arai has handcrafted helmets for more than 60 
years. During that time, the singular goal of the Arai 
family has been to provide consistently improving 
levels of protection in every helmet they produce. 

The Consistent Pursuit 
of Gains in Protection 



FOLLOW U5 @ ooo 


Learn more at araiamericas.com 





“Then I hopped on the 
350, and I felt right at 
home. The 350 just feels 
so right for me and my 
skill level.” 


-STEVE CABALLERO 






-PETE PETERSON 
5*1 0", 175 LB., VET NOVICE 

Personal Ranking: 1. 450, 2. 250, 3. 350 

Actual Lap Times (*Vet Track): 1:47.25* (450), 1:47.42* (350), 1:50* (250) 


RIDER OPINION 


I consider myself a 250F rider, but I was amazed how much more 
fun the 450 was to ride than either of the other two bikes. I stuck 
to the vet track with shorter straights, and the 450 felt more 
nimble, more precise, more planted, and more fun; it laid into turns 
perfectly. It got better traction front and rear, and the strong power 
was fun to modulate. 

The 250F probably had the best suspension for me. It was comfort- 
able and predictable, but the 450 had more accuracy. The 350’s 
ends just didn’t work in unison; the bike rocked front to back through 
the bumps. The 450 had strong, meaty power from the bottom-end 
on up, where the 350 had a great bark down low but ran out of “go” 
before my straightaways did, and I had to shift where I did not on the 
450. So the 350 requires the same amount of attention to throttle 
control down low without the reward of a long pull once you are 
hooked up. In that bottom-end rpm where I ride, the 250’s power felt 
a big, big step down from the 350’s. 

If I told myself I was going to get into great shape then somehow 
believed it, I would pick the 450 easily as my favorite; right now 
I pick the 450 with some reservations since it takes more energy 
and would be too much bike at many tracks, with the 250F a close 
second, and the 350 a distant third. 


RIDER OPINION 

I own a 2015 KTM 350 SX-F, and this was my first time ever riding 
the KTM 250 and 450. 1 have always been a little afraid of the 
power of a 450, and that’s why I purchased the 350 when I stepped 
up from a 250F. The 450 has a lot more power than the 350, but it 
is not as light and nimble; yet it did give me the confidence to jump 
the larger jumps on the track that I didn’t try on the 250 and 350. 
Still, I felt slower in the turns because of how big and heavy it felt 
underneath me. 

The 250 feels super light and was awesome in the turns, but com- 
ing out of them it felt underpowered and I had to shift a lot, plus I did 
not feel comfortable jumping a few large tabletops out of tight turns 
because I couldn’t get the bike to soar over them without revving the 
motor to its limit. 

Then I hopped on the 350, and I felt right at home. The 350 just 
feels so right for me and my skill level. It’s easy to ride, corners amaz- 
ingly, and has the power when I need it. I trust this bike more than I 
trust the 250 or the 450. 1 also felt that my fastest laps were done 
on the 350. 1 would say that the 350 outperforms the other two by a 
long shot forme. 

-STEVE CABALLERO 
53”, 160 LB., VET NOVICE 

Personal Ranking: 1. 350, 2. 450, 3. 250 

Actual Lap Times: 2:22 (350), 2:25 (450), 2:27 (250) 
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All that's missing is you, your bike and GEICO Motorcycle insurance 



Some discounts, coverages, payment plans and features are not available in all states or all GEICO companies. Motorcycle coverage is 
underwritten by GEICO Indemnity Company. GEICO is a registered service mark of Government Employees Insurance Company, Washington, D.C. 
20076; a Berkshire Hathaway Inc. subsidiary. © 2017 GEICO 


geico.com | 1-800-442-9253 | Local Office 
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RIDER OPINION 

I am very familiar with all these bikes. I rode the 450 first, and since 
I prefer a larger-size bike I immediately became accustomed to it. I 
am a smooth type of rider who likes to roll the throttle on calculated 
coming out of corners, and finding creative lines is key for me to go 
fast around the track. The KTM 450 SX-F lets me do this and agrees 
to my riding style the best. 

The 350 is a little more hyperactive than I want out of a machine 
but is still so much fun to ride. The track we tested on was faster 
with bigger-size jumps, and the 350 had no problem clearing them 
all. Flowever, I feel like I can’t lug the bike as much as I prefer, espe- 
cially when the track gets hard-packed and choppy. The more I rode 
the 350 like a 250, the better I felt my lap times were getting. I do 
like the free feeling of the engine and the lack of engine-braking on 
the 350 the most, however. 

The 250 plain and simple just doesn’t have enough power for me 
to take inside lines and clear obstacles. In order to get over those 
obstacles I have to seat-bounce the jumps, and my back has too 
many miles on it to keep riding like that. The 250 felt awesome to lay 
into corners, but coming out of them is where I felt it lacked the fun 
factor for me. 

-KRIS KEEFER 
51T”, 170 LB., PRO 

Personal Ranking: 1. 450, 2. 350, 3. 250 

Actual Lap Times: 1:54 (450), 1:57 (350), 2:02 (250) 


RIDER OPINION 

The 250 was just easier to manage everywhere on the track. I felt 
like I could be more aggressive. When the track became rougher 
and drier, I was able to stay on the throttle longer through the turns. 
It was a little low on low-end power after coming off of the larger 
bikes, so you had to rev the bike out. When it comes to jumping I usu- 
ally like to have a little more power to accelerate on the face. While 
riding the 250, it took more speed before you made it to the face. 

The 350 had everything I like in all three of the bikes! I was able to 
ride this bike almost as aggressively as the 250, but I had the power 
to launch over the jumps that I couldn’t clear on the smaller bike. 

The power delivery was great and as long as the 250’s. I was not able 
to notice a power difference between the 350 and 450, but the 350 
did seem easier for me to hit the ruts. I feel like I can ride the smaller 
bike faster than the 450. 

I would buy the 450 if I was 6 feet and weighed 180 pounds. With 
me being a little out of shape and not able to muscle the more 
powerful bike around I feel like I get tired sooner. Flowever, the 450 
is smooth and easier to ride; it becomes more of a handful when the 
arms get pumped up. 

-KELLY GELHAUS 

5’9”, 245 LB., SENIOR INTERMEDIATE 

Personal Ranking: 1. 350, 2. 250, 3. 450 

Actual Lap Times: 2:21 (250), 2:25 (350), 2:33 (450) 


“I would buy the 450 if I was 6 feet and 
weighed 180 pounds. With me being 
a little out of shape and not able to 
muscle the more powerful bike around 
I feel like I get tired sooner.” 


-KELLY GELHAUS 


THE VERDICT 

Some of the riders "thought" they were fastest on one bike, but lap times don't lie. However, most of the lap times were close enough 
between the testers' top pick and their actual fastest times. The rule of thumb is if you feel confident on a machine, it usually is the 
right choice. The fastest bike is not always the correct one to choose. The correct machine is the one you feel you are able to do the 
most with on the track and not necessarily the bike that gets you from point A to point B the fastest. OR 


WANT MORE 


Check out what the test riders had to say and hear what each of them thought they were fastest on in this KTM Comparison video at dirtrider.com/ktm-comparison. 
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MY GEAR 


SAVED 
MY LIFE. 


THAT’S WHY 
I GEAR UP 
EVERY RIDE.” 



The MSF Basic RiderCourse SM 

Your Best 
First Ride 


v/ ™ 
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MSF 







THE COMPLETE SYSTEM FOR POSITIVE STUDENT OUTCOMES 


Want to learn to ride? Choose the #1 
course in the nation, offered by the 
Motorcycle Safety Foundation, the 
global leader in motorcycle training 
and safety since 1973. 



Our Basic RiderCourse has taught 
nearly 8 million motorcyclists 
the essential skills for building a 
solid foundation for becoming 
a safer, smarter, better rider. 

We offer 24 unique courses 
to accommodate all types of 
riders. 

The MSF. Whether you’re just 
learning to ride or have been 
riding for years, we’re your 
partner for life. 

Visit msf-usa.org to sign up 
for a beginning or advanced 
course near you. 



msf-usa.org 
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FOUR CHAMPIONS REFLECT ON WINNING YEARS 

Story By Shan Moore • Photos By Jim Cianatsis And From The Dirt Rider Archives 


A lot gets written about titles when they happen. But now that a bit of time has 
passed, we thought it would be fun to go back and talk to a few of those cham- 
pions, one on one, and get the real story of their championship years and the 
problems and funny stories that accompanied them. 


1970s 

MARTY SMITH |1977 

125CC AMA PRO MOTOCROSS CHAMPION 1974 
125cc AMA PRO MOTOCROSS CHAMPION 1975 
500cc AMA PRO MOTOCROSS CHAMPION 1977 


MARTY’S TYPE TWO 

M arty Smith was perhaps the first real motocross superstar, 
with his golden-boy good looks and incredible physique 
and conditioning. Marty won his first title in 1974, the 125cc 
Pro Motocross title, which he backed up in 1975. However, he told 
us his 1977 500cc Motocross title was perhaps his toughest since it 
featured some knockdown, drag-out battles with Bob Hannah. 

To set the stage, there was a lot of drama the year before in 76 
because of the bike Marty rode in Europe. That year he was riding 
the FIM series and flying back and forth so he could also race the 
AMA series, which he ultimately lost to Bob Hannah. 

“[In 1976], we had a Type One Honda factory bike I was riding, 
but we were having quite a bit of issues with it. Everybody just 
thought it was because Bob was new and Bob had a great bike— 
the OW20-and that was why we were struggling. But we would 
have struggled anyway. So then Honda came out with that Type 
Two and I rode it a couple of events. I won every moto on that. 
Then Honda decided to repo the bike and take it back to Japan, 
take it right out of my hands. They said, ‘Hey, we’re worried that 
thing’s going to get claimed by the claim rule and we don’t want 
to take a chance.’ Bob ended up beating me that year, but that 
bike ended up being what Honda came out with in 77 so I was 
able to ride it in the US series the next year. 

“Bob and I were bitter rivals on the track. I didn’t like him at all and 
he didn’t like me at all. If we were anywhere near each other on the 
track, we kept an eye on each other. We kept our distance. It was 
a brutal hatred on the track, I can tell you that. But off the track, 
we got along. We were very cordial. We had nothing but respect for 
each other. I don’t think we ever came out and said to each other 
that we respected each other. We didn’t go that far. I never sent him 
a Christmas card or nothing like that, but I did respect him. 

“So in 77 1 felt like I had something to prove. Our bikes were 


amazing. The Type Two Honda was just badass. We came out 
strong and I got a big lead halfway through the nationals. Every- 
thing was going great. Just after the halfway point, while Bob was 
struggling in the first half, I was cruising, and I had a nice 25- or 
30-point lead. But then I got involved in a couple of crashes, had 
some bad starts. I think I had a flat and DNF’d one moto. But Bob 
caught me in the second half of that series and we went into St. 
Pete, Florida, the final round, and I think we were just literally a 
point or two apart. Whoever won that day was going to win the 
national championship. 

“St. Pete was a sand track, and it was beat. Practice was a 
freeway just like Mammoth Mountain MX is in the morning, and 
then the first moto it started getting beat up. The second moto 
it was pretty beat. That was in my favor, to my advantage. It was 
hot, humid, and rough. That’s about the best I can explain it. But I 
loved those conditions. 

“In the first moto Bob got the holeshot and I followed him 
around, just stayed right behind him. I kept him at bay and 
wouldn’t let him get away. I didn’t want to push too hard because 
I knew we had two motos. But right out of the blue his throttle 
cable broke, which made it real easy for me to just keep on put- 
ting around and win that first moto. Then all I had to do is get 
eighth or 10th the second moto. I think I got third and won the 
championship. That was my final championship, on a 500. That 
was a good year. I felt like I had something to prove and I really 
wanted to beat Bob. I got my share of moto victories that year, 
but to be honest with you I was just really consistent. I didn’t win 
every moto. I don’t know who won the majority of the motos, but 
it wasn’t me. I was just the guy who was right there, ready to win 
a championship and not really worried about winning the motos. I 
just knew that I had to win a championship.” 
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BRAD LACKEY 1 1982 

FIM 500cc WORLD MOTOCROSS CHAMPION 1982 

THE FULFILLMENT OF A 10-YEAR GOAL 


V 



I n 1982, Brad Lackey became the first American to win the 500cc 
FIM Motocross World Championship, which was the culmination 
of a 10-year commitment to the world championships for the 
Californian. In his final year on a Kawasaki, 1980, Lackey crashed at 
the final round of the series and lost the title by one point to Andre 
Malherbe. The disappointment was bitter. In 1981, Suzuki took a 
chance on the aging rider with a two-year deal. 

To set the stage, the ’82 title chase was coming down to the wire. 
It was the final GP in Ettelbruck, Luxembourg, and the champion- 
ship chase was within a few points, with Lackey slightly ahead. 
Whoever won the final GP between Lackey and Andre Vromans 
would be World Champion. According to Brad, it should have been 
cut and dried and pretty easy, but in Canada a few races before, 
things all went to hell. “I had a big lead and I won the first moto 
in Canada and Vromans got second,” Lackey said. “In the second 
moto I was winning, and then I broke a shock halfway into the race 
so I didn’t finish. It cost me a lot of points.” 

After Canada, the series moved back to Europe where Lackey 
won in England. The circuit then moved to Belgium, Vromans’ 
home track. “That’s where all the crazy fans are, and I was nervous 
because I know how it works-fans throwing things and crowd- 
ing the track when you come by. I was pretty conservative. I think 
Andre won the first moto and I got second. He gained a few points 
on me there, but I got through it without any disasters. 

“I knew the final track at Luxembourg was my kind of track. I was 
faster there than he was, for sure, so I knew I had a good advantage 
going into that. The track was great-a good, moist track. Real fast. I 
think there were six or eight points separating us going into that race. 
So if he beat me both motos, he could win the title, but as long as that 
didn’t happen, which I kind of felt it wouldn’t happen, [I would win]. 

“I was pretty confident. But Luxembourg is basically Belgium and 
Holland and Luxembourg-it’s all one little country called Benelux. 
Nothing but 60,000 Belgium fans, and they all wanted Vromans 
to win. I knew if I was going to have any trouble, it would be there. 







That track was really long, and you go back in the woods. There’s no fenc- 
ing. The spectators are on the track, so anything can happen. The year 
before, the fans broke Graham Noyce’s arm with a big pole while he was 
leading. He was in front of Vromans, and they felt he was slowing him up 
so they broke his arm when he went by. So I decided way before the event 
to kind of lay back, not be in the lead, and let Vromans just do whatever 
he’s going to do and stay there until the very end of the race and then 
kind of do a surprise attack. 

“So the first moto, that’s basically what we did. I was running in about 
third, but he was leading and he was 25 seconds ahead of me. Our plan 
was on the last five laps. Whatever the lead was, catch him and pass 
him and beat him before anybody could really react. So I was waiting 
for my crew to give me a five-laps sign... Three laps and then two laps, 
so they have to calculate all that. So when I finally got it I turned on 
the afterburners and made up the 25-second deficit and passed him 
halfway around the final lap. I think Carl Nunn actually won the race. I 
got second place, and Vromans ended up getting third. So my lead in the 
points increased a little bit. When I came in we couldn’t believe that had 
really happened, that I could make up that much time. But the track was 
perfectly suited for me and my bike. So I asked my team guys, ‘We did it! 
Unbelievable! What’s the plan for the second moto?’ They laughed and 
said, ‘We ain’t got no plan. We never thought that plan would work!’ 

“So Vromans was crying after the first moto because nobody gave him 
a signal saying I was coming because nobody thought I would catch him. 
He was unaware of it, and he broke down after the race and couldn’t 
believe what had just happened. So the second moto all I had to do was 
ride around and finish behind him and I had the championship. I was just 
watching out for spectators and not really attempting to win the race; 

I just stayed in front of him. I was in second or third I think, and he was 
back in sixth place or something because he screwed up on the start. He 
went the wrong way for a second and tipped over and then got back up. 
So he was mid-pack the first lap, and then he worked his way up to sixth 
or eighth or something. I think I rode around in third and that was all it 
took and I won the championship.” 
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1990s 

GUY COOPER 1 1990 
125cc AMA PRO 
MOTOCROSS CHAMPION 1990 

THE BLACK SUZUKI 


G uy Cooper is world famous for his big-air antics, 
which made him one of the most popular riders 
on the circuit from the mid-1980s on. In the 
’90s, Cooper learned to temper his wilder side-some- 
what-and in 1990, riding for Team Suzuki, Coop won 
the 125cc AMA National Pro Motocross title in what 
wound up being a come-from-behind effort over 
Kawasaki’s Mike Kiedrowski. 

Going into his first contract with Suzuki in 1990 not 
knowing the bike, Coop told us he rode a box-stock 125 
and 250 before he signed. He liked the 250 but didn’t 
like 125. Turns out, though, he loved the works 125. 

That was the 1990 model. Midway into the season, 
however, Suzuki came out with the ’91 model, which, 
of course, it wanted Cooper to ride in the nationals. 

During the early part of the season, Coop had 
dominated the series and built up a 62-point lead over 
Kiedrowski on the ’90 model. Then midway into the 
year Suzuki brought out the 1991 model and, after that, 
Kiedrowski was able to gain to within 29 points on Coop 
just because Coop was somewhat unfamiliar with the 
new bike. Then, at Steel City, five races out from the 
series finale at Unadilla, a freak thing happened. 

“I jumped up that uphill, and you don’t think there 
are that many rocks in it, but there were just little 
boulder rocks, tennis-ball-size rocks on the track,” 
Cooper said. “Well, I landed without a skid plate and 
busted the transmission. I had a 15-second lead when- 
ever that happened, so that was a pretty big setback.” 
With the DNF, Kiedrowski caught Cooper in the points, 
and from that moment on it was a situation where Coop 
would catch back up, only to lose it at the next race. 

Heading into the final round at Unadilla, Kiedrowski 
led Coop by one point. But Unadilla was a track that 
Cooper knew all too well. As a matter of fact, he had 
won a moto at the famed facility earlier in the year 
during the USGP, beating Jean-Michel Bayle. However, 
that win came on the 1990 model. So Cooper knew in 
his heart he could win at Unadilla on the ’90 model, 
though he had his reservations about the ’91. 

The Thursday before Unadilla was a Dunlop tire test 
day. “We went out and rode the two bikes-the ’90 
and the ’91,” Cooper recalled. “Mentally I felt more 
comfortable on the ’90— it just is one of those things 
where it all fell into place where that’s the bike that 
I’m going to go win the championship on. 

“So without telling the Suzuki team manager, Ron 
Heben, Marshall [Plumb, Cooper’s mechanic] and I 
decided I would ride the 1990 model. The big problem 
was the ’90 had a black frame and the ’91 had a yellow 


frame. So Marshall went out to Wal-Mart and bought 
a spray can of John Deere Yellow. He stripped the ’90 
model bike down and spray-painted the frame yellow. 

“The first moto I get the holeshot and I stretch out 
a pretty good lead, but then I crash, but I still came 
back and won the moto while Kiedrowski finished 
third. So now if Kiedrowski won and I got second, it 
was my championship. So off the start of moto two I 
look up coming around where the score tower is, and 
I could see Kiedrowski in the lead. I’m about eighth. 
Eighth is no problem. I can do this. So going into the 
third turn where you go under the underpass my front 
end washed and I hit the ground. I get up in 28th place 
and take off. The closer I got to the front the tighter I 
started riding, but when I thought it was all lost, I rode 
like a maniac and rode great. I came through to sev- 
enth or eighth within a couple of laps, and then each 
rider of course is harder to catch and harder to pass, 
and the last guy to pass was Jeff Matiasevich, and he’s 
Kiedrowski’s teammate. 

“It was maybe five laps to go, four laps to go, and 
I didn’t have a problem with him in any other race 
because typically outdoors he would be tired by then. In 
this case he’s Mike’s teammate and he’s running second, 
I’m running third, and that’s the deciding factor of who 
wins. So I caught up to him. I wasn’t really putting any 
big threat on him, just riding with him knowing there’s 
still a lot of race left. In the back section where there 
were very few spectators, he pulled over for me. He 
didn’t want to be the guy to be the center of a contro- 
versy. I went around him and he started following me. 
Typically I would have stretched it out on him. But at 
that point, with the $100,000 Suzuki bonus, the ‘You’ve 
won the championship if you can finish,’ I tightened 
up and rode so horribly. I was tight and Matiasevich 
is behind me hollering at me, ‘Go! Go!’ It really was 
messing with me. For about a lap he was right on me. 

He told me after the race, ‘I’m looking bad here standing 
in the corners waiting on you.’ Then I kind of got my 
groove again and stretched it out there a little ways. If I 
had needed to, I would have probably rode way over my 
head to get around Matiasevich, but that was one of the 
few times I can say Matiasevich worked out in my favor.” 

The topper to the story is, because of all of the rocks 
at Unadilla, when the race was over and the bike was 
sitting in front of the podium, most of the yellow paint 
had been chipped off from rocks hitting it and every- 
one knew what bike Coop had ridden. Of course, it was 
all legal and Guy Cooper went into the history books as 
the 1990 AMA 125cc National Motocross Champion. 
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2000s 

MIKE BROWN | 2001 

125cc AMA PRO MOTOCROSS CHAMPION 2001 

LET BRANDEN BY 


M ike Brown is known by most of the younger genera- 
tion for his off-road exploits, most recently riding a 
Rockstar Energy Husqvarna in the AMA EnduroCross 
Series as well as being on the US ISDE team for several years. 
However, two decades ago, Brownie was a motocross star, and 
he won the 125cc Pro Motocross Championship in 2001 after 
a fierce battle with South African Grant Langston, who was 
racing in America after winning the 125 FIM World Champion- 
ship just the year before. It was an exciting season with an 
interesting twist in the end. 

Brownie is not one to brag about his successes. He’s more of 
a quiet, blue-collar type, which is why so many love him. The 
Tennessee native spent the 1999 and 2000 seasons in Europe, 
also riding the 125cc World Championships, where he finished 
third on both occasions. 

In 2001, Brownie came back to the United States and 
raced the AMA series for Mitch Payton’s Pro Circuit Kawa- 
saki team, while Langston also came to America and rode 
the series for KTM. 

Travis Pastrana was the defending 125 champ heading into 
the 2001 season, but it was Langston and Brown who domi- 
nated. However, Brown was slow out of the gate. 

“I got off to a bad start to the season; I DNF’d both motos at 
the first round at Hangtown,” Brownie said. “The bike broke 
in the first moto and then something else happened in the 
second moto, so I started the season 50 points in the hole. 
During the middle part of the season I won three races in a 
row, so that kind of put me back in it.” 

The series wound up being a back-and-forth affair for most 
of the year, while in the 250cc class, Ricky Carmichael was 
killing and, in fact, wrapped up the title early on his Kawasaki, 
meaning he didn’t need to ride the final round at Steel City. 

At that time, Ricky was tied on the all-time 125cc wins list 
with Mark Barnett and needed one more 125 win to break 
Barnett’s record. Since his 250 title was already wrapped up, 
he was more than happy to drop down and try for the record 
at the series finale in Steel City and, at the same time, perhaps 
help his friend, Mike Brown, and his old team, Pro Circuit Kawa- 
saki, win the 2001 title. Many think it was team orders that 
prompted Ricky to move down for the final race. After all, if he 
could get between Brown and Langston and help Brownie win 
the title, it would be in Kawasaki’s best interest. 

“Going into the last round, Grant had a nine-point lead on 
me, and there was a lot of talk going around that Ricky was 
riding so he could get between me and Grant and help me 
out,” Brown told Dirt Rider magazine. “Maybe that’s what 
Kawasaki wanted, but I think Ricky was more interested in 
beating out Mark for the most 125 wins.” 


When racing got underway at Steel City, Brown won the first 
moto, with Langston in second. Ricky got a bad start and was 
only able to work his way up to third, so Brownie was able to 
gain a few points on Langston. 

Going into the second moto, Langston now had a six-point 
lead over Brown in the title chase and just needed to stay 
relatively close to the Kawasaki rider to win the championship. 

Making things easier for Langston, Brown crashed on the first 
lap of the second moto and dropped to the back of the pack. 

“I was about top 10 off the start, but then I crashed at the 
bottom of the big uphill, which put me pretty far back,” Brown 
said. “I was almost dead last, but I worked my way up pretty 
fast. A lot of guys helped me out by letting me by easy; I guess 
they were wanting me to win.” 

Meanwhile, Ricky had gotten off to a much better start and 
rode away with the second moto win. But things would go ter- 
ribly wrong for Langston when the rear spokes on his 125 KTM 
started to break. Langston slowed trying to save a finish, but 
he was eventually left stranded on the side of the track with a 
collapsed rear wheel, handing the title to Brownie. 

By this time, Brown had moved up into second behind Ricky 
and on the final lap, with title in hand, he slowed to allow 
Branden Jessemen to go around, handing Ricky his record- 
winning 26th 125 overall victory. 


“When I passed Grant, I thought he had a flat tire because he 
was riding so slow; I didn’t know what was going on,” Brown 
said. “The next time I came around I saw him sitting on the 



WANT MORE 


This feature story was inspired by a “Raiders of the Archives” we did with Brad Lackey a few years back. Check it out at dirtrider.com/lackey-archives. 
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RIDING DUNGEY’S PRODUCTION REPLICA 


already new bike season? For 
X KTM it is! The 2017.5 450 SX-F 
Factory Edition is here, and we had 
the chance to swing a leg over one for 
a while to see if having the word "Fac- 
tory" in the bike's title helps the rider 
on the track. This 450 SX-F Factory 
Edition doesn't have as many updates 
on it like it had in previous years, as 
the changes that were made to the 
Factory Edition from the standard 450 
SX-F are internal suspension valving 
specs (fork and shock], new air piston, 
air seal, and rebound spring in the left 
fork tube, a new piston in the damping 
(right) tube, an Akrapovic slip-on muf- 
fler, DDI soft half-waffle grips, orange 
frame, orange anodized triple clamps, 
orange rear sprocket, Selle Dalla Valle 
gripper seat cover, KTM factory Red 
Bull graphics, and black D.I.D Dirtstar 
rims. With most of the changes cos- 
metic in nature, how much different 
can the Factory Edition actually be on 
the track? 
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Let's get to the most noticeable change/feel out on the 
track. The 2017 KTM 450 SX-F is a great, solid package that 
packs a punch. However, in our 2017 450 MX Shootout (Feb./ 
March] some test riders complained about the fork being soft 
and sometimes harsh through the mid-stroke when trying 
to keep the soft-feeling fork from blowing through. KTM and 
WP changed the 48mm AER's fork piston material (plastic to 
sintered steel], revised the valving, and went to a different 
fork seal slider to help free up the overall action of the fork. 
Not a big change on paper, right? Well, out on the track those 
changes are felt immediately when the track gets bumpy. 

The 48mm WP AER fork has more of a free feeling to it 
(similar to the KYB SSS fork] and the action is smooth. We 
didn't feel a harsh spot through the entire stroke and were 
able to get comfortable once we went from 106mm of shock 
sag to 104mm. This helped the front-end stick through cor- 
ners and gave the bike a good amount of front-wheel traction. 
We will be the first to admit we are not huge fans of air forks 
and their constant change in feel throughout the day, but we 
are extremely impressed with the WP's AER fork. The change 
over the course of the day was minimal, and the rebound only 
had to be slowed down a couple of clicks. This was a very 
happy setting throughout the whole day. When the track 
got some decent-size braking bumps, the fork didn't dive too 
much and the suspension was super balanced. 

To us this was the big difference when going from a stan- 


dard 2017 KTM 450 SX-F to the Factory Edition model. We 
could change up lines (to the sometimes shorter, rougher line] 
on the track easier with the Factory Edition model, and over- 
all comfort was improved as well. This goes to prove that you 
don't have to make big changes in bike setup in order to get 
big changes out on the track. When the track changed for the 
worse, the KTM 450 Factory Edition didn't, and the constant 
and comfortable feel that a rider needs to go fast was there 
throughout the day. 

The rear of the bike felt similar to the 2017 version and 
seemed a little soft on high-speed compression, but going a 
quarter of a turn stiffer helped it from riding too low up jump 
faces. We also like the fact that over acceleration bumps, the 
rear of the bike feels planted and doesn't have much side-to- 
side movement. 

The Factory Edition engine also felt like it pulled slightly 
better than the standard 2017 450 SX-F out of corners (maybe 
due to the Akrapovic slip-on]. Throttle response feels about 
the same (as the standard 2017 model], but it just feels like 
there is a touch more pulling power when exiting corners. 

The KTM's second gear has got to be the widest gear out 
of any current 450 motocross machine today. We can pull 
second gear so far down straights (after a tight corner] and 
not need to shift right away when coming out of corners. 
However, third gear is tall and you will need to give the KTM 
a moderate amount of clutch to pull out of deeper tilled turns. 
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SPRING CONVERSION SYSTEM 









Generally you can run third gear on most 450s in corners 
(working smarter not harder], but once you get used to using 
second gear more on the KTM, downshifting is the way to 
go in some cases. This is not to say third gear isn't usable in 
some corners; it's just that the KTM likes to rev, and since it 
likes to rev, we are going to accommodate it by doing so. We 
recommend maybe going to a one-tooth-larger rear sprocket for 
riders who like to lug the engine. 

The KTM 450 Factory Edition has almost zero vibration and 
is great on rear-wheel traction. Even without the Traction Con- 
trol button on, Map 1 provides excellent control from the rider's 
throttle hand to the rear wheel. Map 2 (aggressive] was more 
accommodating in the early morning hours when the track 
was tilled deep, but as the track grew hard-packed, staying in 
Map 2 but turning on the TC was better. This is a great way 
to ensure that you don't get too happy with the throttle hand 
coming out of corners (and lose the rear end] when it's hacked 
up and dry yet still have a generous amount of bottom-end 
pulling power. 

The looks of the Factory Edition KTM are very impressive. The 
sheer beauty of the orange frame makes us salivate. Brakes are 
the usual top-notch Brembo feel, and the ergos are good besides 
one small problem: The shrouds bow out just a little on the tops, 
and this can hinder leg movement when diving into corners. 

Bump absorption of the chassis is great when square edges 


appear, and even when the bike is not perfectly straight up and 
down when you are leaning under acceleration, the frame has 
a comfortable, planted feeling and will not give you a sense of 
deflection. The overall cornering ability is good once the sag is 
dialed in. As mentioned before, going from 106mm to 104mm of 
sag proved to give the right amount of front-wheel traction (es- 
pecially for front-end steering riders] when entering corners. 
The KTM 450 Factory Edition lays over nicely, and you are able 
to feel the lack of overall weight, especially when you're com- 
ing off of a different color 450cc motorcycle. 

To answer your question, "Is the 450 Factory Edition that 
much better than the standard 2017 450 SX-F?" To us the 
answer is, "Yes, it is!" The small changes made by the engineers 
produced a differ- 
ence in pulling power 
and overall suspen- 
sion feel when the 
track gets rough. Not 
everyone loads up 
the truck when the 
track gets rough and 
goes home. KTM has 
a machine here that 
lets riders look at a 
rough track and have 
them want to stay 
and ride. Only 500 of 
these 2017.5 KTM 450 
Factory Editions will 
be in dealers across 
America, so you might 
want to make sure 
you get one before 
they sell out. But first 
it will cost you a little 
more than 10 grand to 
take it home. ER 


WHAT’S HOT 

■ ENGINE IS FAST YET EASY TO RIDE 

■ LIGHTWEIGHT FEELING ON THE TRACK 

■ BALANCED SUSPENSION/COMFORT 

WHAT’S NOT 

- CHECKING FORK AIR PRESSURE 
EVERY RIDE 

■ TOP OF SHROUDS BOW OUT, HINDER 
LEG MOVEMENT IN CORNERS 

- HEFTY PRICE 


2017.5 KTM 450 SX-F 
FACTORY EDITION 


MSRP: 

$10,399 

SEAT HEIGHT: 

37.8 IN. 

GROUND CLEARANCE: 

14.6 IN. 

FUEL CAPACITY: 

1.9 GAL. 

WEIGHT (TANK FULL): 

234 LB. 
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Story And Photos By Sean Klinger 

K TM's 2017 street-legal enduro 
bikes have more changes than a 
lady has in her wardrobe. Com- 
pared to the '16 EXCs, this year's EXC- 
Fs [yes, there is an "F" now] are pretty 
much all new from the knobs up. The 
lineup consists of the 500 EXC-F, 350 
EXC-F, and new-model 250 EXC-F, all 
of which have license plates. 
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2017 KTM 250 EXC-F 
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We have to take the good with the bad, and while it is good 
that the 250 EXC-F now exists when it didn't previously, it 
is bad (depending if you were a fan or not) that there are no 
more XCF-Ws in KTM's lineup. There are still XC-Ws (250 and 
300 two-strokes), but if you want a linkage-less, headlighted, 
wide-ratio four-stroke, the EXC-Fs are your only options from 
Big Orange. 

You can think of the 250 EXC-F as a hybrid between the SX-F 
and the former XCF-W with a plate. The frame, seat, and a 
majority of the engine are the same as the SX-F model, mean- 
ing the motor is more compact and 3.3 pounds lighter than 
the 16 XCF-W. The WP suspension is unique to the 17 EXC-Fs. 
The XPlor 48 fork is an open-chamber design that is claimed 
to be almost a half a pound lighter than last year's EXC's fork. 
The XPlor shock is shorter, smaller (46mm from 50mm piston 
diameter), and a claimed 1.3 pounds lighter. 

Another unique innovation is the inclusion of a reed cage... 
We bet you didn't see that coming! But it isn't in the same 
place or for the same purpose as reed cages on two-strokes. 
The 250's reed cage is located in the airboot, before the throt- 
tle body, and it is designed to stop engine noise from coming 
back through the intake tract, which it does really well. All of 
the EXC-Fs are really quiet, and out of the three models, the 
quarter-liter bike is downright stealthy. 

Now you must be wondering how all of this works, and we 
can definitively say we were impressed with the 250 EXC-F. 
Starting with the few cons, on the street, the bike pretty much 
maxes out at 65 mph, so you don't want to use it as a commuter 
unless you live in a small town with low speed limits. Second, 
the Continental TKC 80 tires are not for dirt-only use. They work 


on the "not" side of okay on the trails but are great for long stints 
on gravel roads. 

With the motor, we were a little nervous about the reed cage 
hurting power, but to our surprise, the bike has a considerable 
amount of pep. Its SX-F pedigree shines through more than 
we had thought it would, but there is still a difference: It's 
almost as if each power stroke of the engine is blunted where 
the motocrosser is sharper. Likewise, the EXC-F has a smooth 
bottom-end, a hearty mid, and it still pulls impressively far on 
top. When climbing loose hills, the slightly tamed-down power 
had us worried at the beginning of the ascent, but the top-end 
just keeps pulling and you can really scream it like the track- 
only bike. 

The XPlor suspension wasn't much of a surprise, which isn't 
a bad thing. As with EXCs of the past, the fork and shock lean 
much further in the comfort direction than they do in the 
performance area. The XPlor fork has plush, soft action that is 
pretty active feeling; slowly picking through creek beds and 
rooty single-track would make it, and its rider, really happy, 
□nee you hit a G-out or point down a steep, rough descent, the 
front end has a hollow or empty feeling, blowing through the 
stroke easily. Fortunately, the XPlor fork has a whole different 
internal damping system that responds much more aggres- 
sively than the previous fork to clicker changes. To change the 
whole feel of the fork, we went five clicks in (stiffer) on the 
compression, and this helped a lot; we got the hold-up we were 
looking for without sacrificing too much comfort at low speeds. 
But this setup also gives the fork a feeling like we were only 
using the top half of the stroke, though it was our best setting 
for the rest of the rides on the EXC-F. 


48 | DIRTRIDER.COM 



2017 KTM 250 EXC-F 


MSRP: 


$9399 


SEAT HEIGHT: 


37.1 IN. 


GROUND CLEARANCE: 


13.6 IN. 


FUEL CAPACITY: 


2.25 GAL. 


WEIGHT (TANK FULL): 


252 LB. 


KTM.COM 


WHAT’S HOT 

■ THE ENGINE IS BASED ON THE SX-F BIKE 


The Continental TKC 80s are a compro- 
mise. Not horrible in the dirt but definitely 
not our first choice. 


Not quite electric-bike quiet but pretty darn 
close. We could easily talk over its idle without 
raised voices. 


■LIGHT AND QUICK HANDLING 

■ GOBBLES UP ROCKS AND ROOTS WITHOUT 
YOU EVEN KNOWING 


The PDS shock is similarly soft but more 
consistent through the stroke. PDS shocks 
in general are more accepting of a sit- 
down style of riding [grass-track-ish], and 
this new XPlor is no different. 

We tested the bike in low- and high- 
speed trails and its very nimble, 
lightweight feeling had us 
looking for the tightest routes 
we could find. And while it will 
never be a desert racer, it held 
its own in some sand washes 
and fire roads. Handling-wise, 
the weakest link is the tires. The 
bike's agility is present (via its 
low weight and SX-F geometry), 
but the ADV rubber doesn't like 
to be leaned very far in the dirt 
and especially in sand. 

When we think about the 
question, "Who is this bike for?" 
a cool answer pops into our col- 
lective mind. Almost everyone. 

We'd be just as happy teaching 
someone to ride on this bike as 
we would riding it to an enduro, 
racing it, and riding it home. If 
you have any inkling that you'd 


like to do some globe-trotting or think a 
windscreen would be cool, this isn't the 
bike for you, but if you like tight trails, 
agility, all-day comfort, and waving at 
cops as you ride on the street, the KTM 
250 EXC-F fits that bill nicely. £R 


WHAT’S NOT 

■ FOR FASTER RIDERS OR FASTER TRAILS, 
THE SUSPENSION IS SOFT 

■NOT A TORQUE MONSTER 

■ TKC 80s ARE GREAT FOR DIRT ROADS, 
NOT GREAT FOR DIRT TRAILS 


WP CONE VALVE FORK AND TRAX PDS SHOCK 

If you plan on racing your EXC-F, WP offers its A-level kit suspension through WP Factory Services. 
The Cone Valve Spring fork ($3,549.99, including two optional spring rates, one installed and one 
extra) and Trax shock with preload adjuster ($2,549.99, including two optional spring rates, one 
installed and one extra) offer increased performance to your do-it-all KTM EXC-F machine. We 
tested the WP Cone Valve and Trax shock back to back with the standard WP fork and shock, and 
the difference in performance and comfort are quite shocking. 

With the stock suspension you are basically in a “small box” with minimal room to grow as a rider. 
You progress or want to go faster, but the stock stuff can only take you so far. With the Cone Valve/ 
Trax combo, the “box” you are working with is much larger. We were able to get more aggressive 
and hit stuff on the trail harder with WP’s A-level kit suspension without blowing through the 
stroke on either end. The whole bike moves less over bumps, logs, and whoops and feels more 
planted to the ground, with increased traction to the front and rear tires. If you’re looking for the 
factory treatment on your new EXC, WP’s Cone Valve Spring fork and Trax shock will let you get 
from point A to point B faster and with more comfort underneath you. —Kris Keefer 


WANT MORE 


Check out our quick impression of all three KTM EXC-Fs here: dirtrider.com/2017-ktm-250-exc-f-first-ride-review. 
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PAUL 

WHIBLEY, 
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HOW A RETIRED 
CHAMPION IN 
NEW ZEALAND 
FOUND HIMSELF 
BACK ON A 
US RACE COURSE 

STORY AND PHOTOS BY SHAN MOORE 


W hen we last saw our hero at the end of 2014, 
Paul Whibley had retired and moved back 
to his homeland of New Zealand. During his 
12-year tenure here in America, the "Axe 
Man" amassed two GNCC championships, six DMA titles, one 
perfect OMA season, 17 consecutive wins, and a whole heck 
of a lot of holeshots. Back in New Zealand after his US racing 
career was complete, Whibley began promoting races and 
organizing demo rides for Yamaha. He and his wife Katherine 
also decided to start a family, and it wasn't long before their 
son Colton was born. All plans changed in December of 2015, 
however, when a car crash took Katherine's life. 

Distraught at losing his soul mate, Whibley did his best 
to stay busy by promoting races and burying himself in his 
demo rides. "It was tough at first," Whibley confessed. "But I 
had to keep going for Colton." 

Just over a year after the tragedy, his old friend and former 
boss, Randy Hawkins, called from 10,000 miles away and 
offered "Whibs" a job training the team's young racers. 

Once he was back on US soil, his three-year-old son Colton 
with him, the GNCC series announced a new 125 class, and 
AmPro Yamaha Crew Chief Corey McDonald came up with 
the idea of putting Whibley back on the line, on a bike about 
one-quarter the displacement of the bike he was so success- 
ful on and so physically well suited to. Hawkins was all for 
it-anything to help out his old friend. 

"Paul has a lot to offer, and I thought he could be a big help 
to our new riders by coming here and working with them," 
Hawkins said of the decision to bring Whibley back to Amer- 
ica. "We consider Paul family, and I think he was looking for 
something to keep him busy during this time of the year. 
This is their slow season, so this was good for both of us." 

Obviously, Hawkins has a lot of admiration for Whibley. "Of 
all the racers I've sponsored-Charlie Mullins, Barry Hawk, 
Jason Raines, Josh Strang-I've never seen anyone who 
worked harder than Paul," Hawkins added. "Paul realized he 
might not be the most talented guy lining up on the front row, 
but he knew if he worked harder than anyone else, he could 
win at this level. And that's what he did. So to be able to have 
him come back and train our new guys is invaluable." 


DIRTRIDER.COM I 51 


PAUL WH I BLEY, BACK ON THE LINE 


With all of the arrangements made, 
MacDonald set about prepping a 
Yamaha YZ125 for the new XC3 class, 
which is for 125cc displacement 
machines. According to MacDonald, the 
bike is basically stock with an FMF pipe. 

Whibley was a bit under the weather 
at the GNCC opener in South Carolina, 
but he still soldiered on for a third- 
place finish behind Jack Edmondson 
(the 19-year-old son of four-time World 
Enduro Champion Paul Edmondson) 
and Jason Thomas. We met up with 
Whibley at the second round of the 
series in Palatka, Florida, during 
Daytona's Speed Week, where he was 
feeling much better and raring to go. 

"Randy offered me the chance to help 
train Josh [Toth] and Ricky [Russell] 
and to help out with the team, and it 
was an exciting idea for me," Whibley 
said. "It's awesome to come back over 
here and see all of my friends. That's 
the biggest part of it, to come back and 
be with my 'American family.' " 

Whibley told Dirt Rider he had spent 
very little time on a 125 over the years. 
Even as a kid growing up he didn't have 
a 125 but instead went straight from an 
XR100 to a CR250, missing out on that 
whole "125 experience." 

At 38 years old, Whibley was perhaps 
the oldest rider lined up for the XC3 
class in Florida, but for sure he wasn't 
the slowest. At the start, the Kiwi off- 


road star got off to a so-so start, still 
adapting to the 125. "The heavy rain hit 
just as we started the race, and I went 
through all of my roll offs within the 
first few turns," Whibley said. "I was 
struggling to keep the 125 on top of the 
deep sand, and I wasn't really aggres- 
sive as I needed to be." 

Heading into the final lap, Whibley 
was running third but managed to 
catch and pass Thomas before the fin- 
ish to grab second, about a minute and 
a half behind Edmondson. 

"This was amazing fun," Whibley 
said. "It's so cool to come here and race 
this series without the pressure you 
normally put on yourself when you are 
going for a championship. I can't thank 
Randy Hawkins enough for support- 
ing me and all of the leadership he has 
provided over the years." 

It was a solid start to the season, with 
the plan to have Whibley ride the first 
three rounds before returning to New 
Zealand where he will continue to pro- 
mote races and organize his Yamaha 
demo rides as well as training the 
AmPro Yamaha team remotely. 

"I'm very thankful to Randy for the 
opportunity to come back here and to 
be a part of the AmPro Yamaha team 
once again and also to get to race, even 
though it was just for fun," Whibley 
said. "It's something I will always 
remember." £R 



Randy Hawkins with Whibley’s three-year-old son Colton. 
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Brakes & 
Clutches by 


www.ebcbrakes.com 


Check out all the hottest brake and clutch products at your 
EBC Dealer today from the world’s number 1 brand - EBC Brakes. 

Gear up with oversize brake kits for off road use - super lightweight 
and self cleaning to improve brake control - and grab the holeshot 
with better drive from EBC carbon fiber clutches. 

With all brakes made in the UK or USA, the quality is guaranteed. 


KTM models can 
be supplied with 
Orange rotor hub 
and bracket 




HOW TO IMPROVE YOUR BIKE’S BRAKING POWER 

Story By Kris Keefer ■ Photos By Jeff Allen 

Y ou can only go as fast as your brakes allow you to slow down. That 

doesn't sound quite right, does it? But if you don't have good stopping 
power on your dirt bike, chances are you will not he able to get around 
the track or scoot down that trail at any reasonable rate of speed without 
missing your mark or crashing. Most of today's off-road motorcycles come 
stock with fairly good brakes and are usually plenty capable for 90 percent of 
the riders out there. But what about those 10-percenters who want just that 
little extra or mayhe are super picky about how their brake engages or feels? 

We wanted to "brake" down several ways that you can alter your brakes' 
performance to get the most out of that lever and pedal. 
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TODAY’S BENCHMARK 

Who comes with the best stock brakes, out of all the 
new off -road machines? KTM has used Brembo brakes, 
Galfer rotors, and steel-braided brake lines for quite 
some time. This combination has proven to be the most 
powerful, yet the most progressive, way to get stopped 
or slowed down from an off-the-showroom dirt bike. If 
you're on a Nissin brake system, using some of these 
modifications below will get your bike to this point, or 
using all of these mods will get you past it. 


► 


FIXED OR FLOATING 

A fixed brake rotor is a simple, solid, one-piece rotor. A 
fixed brake can also increase lever pressure and power 
but is susceptible to more warpage when hot due to 
its solid mounting points. Fixed rotors are lighter than 
a floating rotor, and, remember, rotors are unsprung 
weight, which is key to a bike's handling on motocross 
machines. A floating rotor system uses bushings that 
attach a mounting bracket to the brake area where the 
pads grab. The bushings offer a slight bit of play, allow- 
ing for a more centered or equal grab by pads, leading to 
more even pad wear. Also, in case of an impact, floating 
discs can take more abuse than a fixed disc. However, 
floating discs are heavier and more expensive. 

On The Track: A fixed rotor has a more positive feel at 
the front brake lever. A floating rotor is not as positive 
and can require a little more lever pressure to help stop 
the machine. 



OVERSIZE ROTORS 

This is the most common of all brake purchases. An 
oversize rotor can dissipate heat more (due to its larger 
circumference], increase brake pad life, and increase 
the stopping power to your front brake lever because 
of its extra leverage. Most stock competition off-road 
bikes come with a 260mm or 270mm front rotor and a 
240mm or 245mm rear rotor. Aftermarket brake compa- 
nies usually offer their "oversize" front rotors in either 
270mm or 280mm. When going to a larger rotor than 
stock you will need to also change the caliper carrier, 
which usually comes with the rotor. 

On The Track: A noticeable improvement in braking 
power. Note that when going to a larger rotor than 
stock, the brake can become more responsive (or 
grabby) to the touch of the lever. 



Floating 
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STEEL-BRAIDED BRAKE LINES 

Steel-braided lines reduce expansion when the brake 
fluid gets hot. This keeps the lever engagement consis- 
tent and in the same spot over a longer period of time. 
The life span of a steel-braided line is longer than a 
standard rubber/nylon line that comes on most machines. 
You get more consistent feel at the lever, and consistency 
is key for any rider. 

On The Track: Just purchasing a steel-braided brake line 
alone with stock brakes can increase stopping power, 
especially in longer races. With a steel-braided line and 
oversize rotor the braking power becomes more intimi- 
dating to less skilled riders, but faster riders usually love 
how easy it is to get the bike slowed coming into corners. 



CALIPER ^ 

Another option for Nissin brake riders is installing an 
aftermarket brake caliper. A couple companies offer dif- 
ferent calipers (Ride Engineering and MotoStuff) that can 
dramatically increase your stopping power. An aftermar- 
ket caliper has pistons that are larger than a stock Nissin 
caliper, and with this comes increased power at the lever. 
But unlike just going to an oversize rotor, a caliper can 
give you a more progressive feel. Going to larger pistons 
changes the leverage ratio when using the stock 11mm 
master cylinder that most Nissin-equipped bikes come 
with (Honda, Kawasaki, Suzuki), so it feels more gradual 
and less grabby. Flex is also reduced and airflow is 
increased with wider fins. 

On The Track: The front brake lever has a slightly softer 
feel to it, but braking power is increased and is more 
progressive. Going to an aftermarket caliper gives you a 
better feel at the lever for increased tire traction when 
pulling in the front brake or dragging through ruts/corners 
over a longer throw. Along with a steel-braided line and 
oversize rotor it becomes easier to consistently ride faster 
and get into corners. It is also more lever friendly to all 
types of skill levels. 


BRAKE LEVER 



If you're a picky rider and want to take it even further for that 
personal touch, there is the ARC adjustable front brake lever. 
The ARC lever lets you choose from three degrees of lever 
ratio that will let you dial in where you want the lever to grab. 
Some riders like a very touchy lever right at the beginning of 
its pull, and some riders like the lever to 
grab closer in to the handlebar. With 
the ARC adjustable front brake 
lever you are able to dial in your 
personal setting. 

On The Track: This is for the 
pickiest of riders. If you love 
to tinker and really dial in 
your lever engagement place- 
ment, this is a great lever. 

It comes in aluminum and L 
Memlon materials. 


BRAKE FLUID 

People often ask if they should use 
DDT 4 or 5 brake fluid. There is noth- 
ing wrong with sticking to DOT 4 brake 
fluid. Its boiling point is plenty high for any modification that 
you have read about here. However, do not mix DDT 4 and 
5 together. DOT 4 is a glycol-based oil and DDT 5 is silicone 
based. If mixed, your brake will start to feel mushy and less 
powerful. DOT 5.1 is glycol based and can be added to DOT 4 
if necessary, but it is also wise to flush your brake fluid out 
completely before adding anything different. 

On The Track: No performance difference was felt on the 
track with DOT 4 or 5 brake fluid. 


BRAKE PADS 

Many companies offer the option of brake pads made with 
different types of material to alter the response and power of 
the pads' feel. 

On The Track: After some time riding on rotor-kit-specific 
brake pads and using stock OEM pads, we say stock pads usu- 
ally wear more consistently (longer) and have a less grabby 
feel than most aftermarket pads. Some sintered pads were as 
powerful as OEM, but nothing proved to be any better than a 
standard OEM brake pad. We experienced more noise (squeak) 
on some rotor-kit-specific pads when dragging the brakes, 
more so than OEM pads. Riders who are known to be brake 
draggers preferred sintered pads, as heat buildup wasn't quite 
as bad as OEM pads that were not sintered. 

PUTTING IT ALL TOGETHER 

All of these mods above will help your stopping power, but it is 
how you want that stopping power delivered that should guide 
you on which of these mods you make to your machine. £R 
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WE MAKE 

PERFORMANCE PLASTICS 


NEW YZ 125/250 RESTYLING KIT 



RESTYLING KIT INCLUDES: FRONT FENDER. REAR FENDER, RADIATOR SHROUDS , AIRBOX, SIDE PANELS. FRONT NUMBER PLATE 



DISTRIBUTED BY 


CCE&HE3 ffirrojjgnc 


RENEW, REVIVE, RESTYLE 

OVERHAUL YOUR RIDE WITH POLISPORT'S 
NEW 02-14 YZ RESTYLING KIT 


COMPL ETE AIRBOX INCLUDED 














Excuse me? Did you just say a Kawasaki 
KX500 and a KTM 350 XC-F rolled into one? 


Y es, that's correct. Jonny Weisman of TBT Racing Arizona 
blended both motorcycles together for an incredibly 
beautiful piece of machinery Jonny took an old 2002 
KX500 engine that he had lying around and mounted it in a 2014 
KTM 350 XC-F frame. Both bikes were unused in his shop, so he 
decided to create a 500cc two-stroke that implemented modern- 
day chassis and suspension technology, and the KX500/350 XC-F 
was born. Tons of labor went into Jonny's project, as he was 
focused on making a clean, almost unmodified-looking machine. 
We had the pleasure of riding this unique beast at a local top- 
secret sand track in Southern California, and this is what we 
came away with. 

First, let's start with how Jonny got to this point and what he 
had to do to mate the Kawasaki engine to the KTM chassis. 

More than 70 man-hours of labor were involved to create such 
a machine, as he had to bore the swingarm pivot hole in the 
cases to accept the KTM pivot bolt. He then cut out all of the 
original engine mounts, which actually all lined up pretty close 
but were just a tad too short. The head stay mounts, which are 
actually the stock KTM 350 XC-F mounts, were modified a little 
to fit. The intake boot was switched to a KTM 250 SX design and 
then was modified shorter to get the correct length. A Scalvini 
pipe took a lot of work to make fit, as it was designed for a Honda 
CR500AF; it came with no mounts because Jonny wanted to 
custom build his own mounts to fit properly with the Kawasaki 
engine and KTM mounting points. Clearing and angling the pipe 
to make room for the front tire, kickstarter, and cylinder water 
fitting were tricky and took some patience. The Scalvini silencer 
was also modified to get the correct angle to the pipe as well, 
and the radiators were fully welded to add strength and protect 
against leaks. The suspension is also unique, as the fork incorpo- 
rates KYB inners and WP outer tubes, and finally the fork legs 
received the full treatment of Kashima coatings; the shock is a 
standard WP unit, valved for motocross use. 

The minute we started the KX500 we knew we were in for 


a special treat. At first we had to retrain ourselves on how to 
start a 500 with correct procedure, but once we got it down 
the KX500 was easy to get fired up. Revving the engine is also 
a very foreign feeling to the arms. As much as the Fasst Co. 

Flexx bars helped with vibration, there was more than we could 
remember in quite some time. Once clicked into gear and the 
throttle opened, our smiles never seemed to diminish. 

We were expecting a violent bottom-end hit, but instead we 
got a very friendly, tractable power delivery. Out of corners the 
KXSOO's engine was smooth and predictable with great rear- 
wheel traction. This engine doesn't have a real hit to it down low 
like a 450cc'd four-stroke, but instead it chugs along smoother 
and can be lugged as good, if not better, as any motocross four- 
stroke on the market today. Midrange power is where you'll need 
to start holding on tight and gripping with your legs. Second and 
third gears are very usable with the big two-stroke. For a bigger- 
size engine the 500 can rev out fairly well. Case in point, we took 
a new Honda CRF450RX and the TBT Racing 500 two-stroke and 
drag raced them down a fire road and the 500 pulled the Honda 
slightly by the end of the half-mile. Only at the very end of the 
long straight was the KX500 able to start creeping away from 
the Honda four-stroke. 

The chassis and suspension on the older Kawasaki 500s were 
decent in their day, but compared to today's standards, they are 
subpar. Putting the Kawi's engine in a KTM 350 XC-F chassis 
along with updated suspension really let us ride the mash-up to 
its full capabilities. Once out on the track and trails we immedi- 
ately noticed how good the fork action was on the TBT Hybrid 
500 two-stroke. The KYB internals from the SSS fork made 
the front end of the 500 feel more planted and didn't have that 
mushy feeling the old set of Kawasaki forks would have had. 

Over small, rough, choppy sections of the track, the KYB fork 
offered a great feel and plenty of damping to keep the big two- 
stroke from pitching on decel. 

We were skeptical of the WP rear shock and thought the 
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mighty 500 would feel unbalanced on the track, but the rear felt comfortable on 
acceleration and gave us a good amount of rear-wheel traction under load. We had to 
stiffen the shock a few clicks to prevent it from bottoming on G-outs, but overall the 
whole bike felt balanced and had a modern feel to it. 

The chassis of the KTM 350 XC-F helps the 500 to corner a little better, but we 
weren't carving inside lines like we would on a modern Honda or Suzuki. Its straight- 
line stability is better than its cornering capability, but for the area we tested at (very 
sandy with big bowl turns] it was a blast to twist the throttle on. Ergonomics were 
a lot better, as the seat-peg-handlebar ratio had a flatter feel and had us feeling like 
we were sitting on top of, versus inside of, the bike. For having a 15-year-old engine 
it's amazing how easy it is to ride and how much fun you can have on a big-bore 
two-stroke. The newer KTM chassis helps this tremendously when riding a rough 
motocross track or when the trail gets hacked out. This was a very fun experience 
and let us reminisce and respect that much more all of the men who rode these beasts 
back in the day. All of us here at Dirt Rider love when a motorcycle enthusiast builds 
his or her own machine and it turns into a work of art. Jonny built this KX500/KTM 
350 XC-F into a unique and one-off machine that was fun to look at. It was even more 
fun to twist the grip. ER 


I 

Flexx Bars can only do so much to tame the 
KX500’s serious vibration. 


The Scalvini pipe is actually for a Honda 
CR500R and was heavily modified to fit. 


WANT MORE 


Co to dirtrider.com/500-2stroke-hybrid to check out the sights and sounds of the two-stroke hybrid beast. 


60 | DIRTRIDER.COM 




• Every gasket, o-ring, bearing, and seal required 
to rebuild a water pump. 

• Typical kit includes: Bearings, rubber seals, 
mechanical water pumpseal where applicable, 
side cover gasket, water pump gasket, snap 
rings, & copper drain washers. 


WINDEROSA / 822 N. READING AVENUE, BOYERTOWN, PA. 1951 2 U.S .A. / WINDEROSA.COM 
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P rior to riding the stock 2017 KTM 300 XC and XC-W ("Fra- 
ternal Twins," Feb. /March) I was admittedly not a fan of 
^ _ 300cc two-strokes at all. But after riding the '17 models, 

my whole outlook of the big-bore two-stroke class has changed; 
with a smooth engine that has less vibration than most 125cc 
bikes, the next generation of two-strokes looks quite promising. 
Seeing as how the new KTMs are on the top of my list of favorite 
2017 bikes, I was thrilled to get a text from Chris Blais asking if 
Dirt Rider would be interested in testing his 300 XC that he had 
built for up-and-coming off -road racer Kyle Mercier to contest 
the W0RCS series and some NHHA events. We hammered out 
the details, and the next thing I knew there was a gorgeous 300 
XC sitting in my garage waiting to be ridden. 

If you aren't familiar with Chris Blais, do yourself a favor and 
watch the movie Dust to Glory. Chris was a very accomplished 
desert racer, Baja racer, and Dakar podium finisher in 2007 
before having a bad crash that left him paralyzed. But that 
hasn't slowed him down. Since his accident he has raced UTVs, 
as well as other four-wheeled vehicles, and he now runs a mo- 
torcycle repair shop and KTM-based race team out of his Apple 
Valley, California, home helping up-and-coming racers make a 
name for themselves. 

Chris started with the already great KTM 300 XC and set out 
to make it competitive against the 450cc four-stroke machines 
in the Open class of the WORCS and NHHA series. The first step 
in a true bike build is to take the motorcycle all the way down 
to the frame and rebuild it while improving existing parts and 
replacing some OEM parts with better aftermarket units. One 
problem with the 2017 KTM two-strokes is that the new Mikuni 
carburetors can be a bit finicky. Blais fixed this by replacing 
the stock carb with a 38mm Keihin PWK Air Striker unit with 


his specific jetting settings. This, along with custom cylinder 
porting, VForce reeds, cylinder-head modifications, an FMF pipe 
and silencer combo, and a CDI upgrade made the 300 into a real 
fire-breather. 



In the suspension and chassis department Blais didn't pull any 
punches. Race Tech provided all the internal suspension parts, 
which were then tuned for the demanding off-road courses 
by ESR suspension. When I rode the bike, it was on its third 




suspension refinement, as the Race Tech folks had been working 
on getting more plushness in the air fork. Fasst Company Flexx 
Bars were installed to soften the harsh blows of a choppy GP 
course, as well as a Fastway steering stabilizer, linkage guard, 
handguards, and its Air Ext footpegs. Bullet Proof Designs pro- 
vided the radiator guards, sharkfin, and swing arm guard to help 
protect the machine from rocks. New Excel A60 rims were laced 
up to Tusk hubs with Buchanan's HD spokes, and they were all 
wrapped up with Kenda Washougal tires front and rear. The 
finishing touches included items like a Seat Concepts seat cover, 
IMS 3.2-gallon tank with dry-break receiver, and Megla Designs 
graphics kit. 

I knew going into this bike test that I was already fond of the 
KTM 300 in stock form, so I was excited to see what a full race 
version of an already great bike would be like. 

In the engine department it was no surprise the Blais-built 
bike had more than enough horsepower to run with 450cc bikes. 
Being that the bike was built for pure performance and fast-pace 
racing, some of the very smooth stock roll-on power off the bot- 
tom was missing from the full racebike. That's not to say there 
was no bottom-end; it was just not quite as smooth and friendly 
as the stock bike's. Once into the mid to top, I quickly learned to 
hold on tight because the power came on hard, and if I wasn't 
careful, either the front end was coming up or the rear end was 
power sliding. The Blais bike, when ridden in the higher part of 
the midrange, was at its happy place where power was available 
at any time. The fully built engine also had more over-rev than 
the stock engine and didn't sign off in the power-making depart- 
ment like stock 300s; instead it pulled for much longer, sounding 
like an angry bumblebee. 

I was concerned before the ride that a fully built racebike might 
vibrate more than the buttery smooth stock bike, but to my 
surprise Blais' bike was just as smooth. 

Keeping in mind what this bike was built for, the suspension 
was flat-out impressive. WP has, in my opinion, the best air fork 
on the market, and every time I ride one I'm surprised at how 
well air can work. The stock 300 XC fork has good settings but is 
a little springy (or fast) feeling and lacks initial plushness when 
in rock sections. Being that Blais' bike was built for fast GP and 
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The Fastway Air Ext footpegs have the ankle- Fastway’s linkage guard protects and helps slide 

saver extension. over obstacles. 



The blue Tusk hubs were a nice touch to a 
sharp-looking racebike. 


desert racing, the bottoming resistance when landing into a G-out 
or large jump is fantastic and doesn't deflect like the stock fork 
would. For me, the fork is a tad on the stiff side when it comes to 
braking bumps or rock gardens, but then again, let's be real, I'm no 
longer a 20-year-old kid pinning it across the desert. 

Out back the shock has a very positive, progressive feeling that 
never seems to skip around or bottom harshly. Both ends of the 
machine truly surprised me when it came to bottoming resis- 
tance. It seemed that no matter how hard I landed, the last few 
inches of travel were so progressive that there was never a harsh 
bottom-out. 

The steering on the bike had the best of both worlds-feel- 
ing nimble at slow speeds when the trails were tight and also 
remaining stable when the trails opened up. I think the combina- 
tion of good suspension settings as well as the Fastway steering 
stabilizer helped keep the front end in line. Another place I felt 
the 300 was comfortable and predictable was in flat turns, which 
is not common for two-strokes. It seemed that once I broke the 


rear wheel loose, with a little modulation of the throttle I could 
keep a perfect slide throughout flat, slippery corners. 

The Blais 300 XC was definitely more at home at speed than in 
tight, rocky areas. The power and suspension were both a little 
aggressive to be comfortably lugged through extreme enduro- 
type terrain. But when it came time to be opened up across 
valleys and on motocross-style tracks, the Blais machine showed 
its true colors. Some people think that 300cc two-strokes are 
only meant for tight, snotty, nasty conditions, but Chris Blais has 
proven that a well-built 300 XC is a force to be reckoned with. 
Blais' theory on building two-stroke racebikes is that they are 
cheaper to maintain throughout a season than most four-strokes. 
Don't get me wrong; this 300 was no cheap build, and replacing 
two-stroke pipes isn't cheap either, but now that it's built, top 
ends are cheap to replace when compared to top ends on four- 
strokes, in both time and money. And let's be honest, who doesn't 
enjoy smelling two-stroke race gas while hearing a crisp 300 
racing wide open across the desert? DTC 


WANT MORE 


For the full parts list, go to dirtrider.com/blais-parts. 
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Available at one of these fine Beta Dealers 


Sirtyctes, Clanton, AL, 206-755-1001 
Ah Cycle Center, North tm Rock, Ml, 501-758-4800 
Dirt Riders West Scottsdale , M flW-4tf7-fflW4 
ItaSM, 4Z, 520-269-6606 
Browns Cycles, Paso Robles. CA t 805-238-1240 
C&D Cycle Center, San Diego, CA, 858-277-3298 
Capitol Yamaha, Sacramento , CA, 916-485-9200 
Douglas Motorcycles, San Bernardino. CA, 909484-4776 
Beta of Modesto, Modesto, CA, 209-529-5424 
Jetwortd Powersports, Castaic, CA, 661-294 0072 
Moore 8 Sons Santa Cm, CA, 831-475-3619 
MotoXotica, Vacaville, CA, 707-446-4282 
Mountain Motorsports, Ontario, CA, 909-988-8988 
North Kern Motorsports, Delano, CA, 661-721-1400 
Simi Valley Cycles, Simi Valley, CA, 805-522-3434 
Uptite Husky, Santa Ana, CA, 714-540-2920 
Apex Sports, Colorado Springs, CD, 719475-2437 
Trireme Power Sports, Steamboat, GO, 970-879-9175 
Grand Mesa Motorsports, Delta, CO, 970-874-8621 
MotoAdventure, Loveland, CO, 970-669-5377 
Spirit Lake Motorsports, Grand Lake, CO, 970-627-9288 
Cycle Tech, Fremont, IA , 641-632-8201 
Hicklin PowerSports, Grimes, IA, 515-986-4880 
Action Cycles N Sleds, TwinFatis , ID, 208-736-8118 
Dennis Dillon RV & Marine, Boise, IB, 208-343-2830 
Kolby Offroad, Idaho Fails, ID, 208-881-9646 
Revolution Motorsports, Moscow, IB, 208-883-7800 
Sandpoint Marines Motorsports, Pmderay, ID, 208-263-1535 


BraaapShop, Mandate, 0, 815-538-6686 
C&D Motorsports, Robinson IL 618-544-7433 
The Cycle Shed, Berth Vernon, tit, 812-3464620 
Morgan ‘s Suspension Service, Louisville, KY , ; 502-239-1870 
Knight Cycles, Southbridge, MA, 508-764-4356 
Xtreme Powersports, Accident, MO, 301-387-2095 
Bennett Pewersports, Marietta, Ml, 989435-5500 
MX Parts Now, Watervtiet, Ml, 269-201-7064 
Plus One Performance, Dearborn, Ml, 3134184944 
Bonecutter Body Shop, California, MO, 573-796-8685 
Donnell's Motorcycles, Independence, MO, 816-478-9393 
Motorcycles and More, Marthamlle, MO, 836-433-2384 
QC Mote, Springfield, MO, 417-862-4343 
Fastoys, Katlspell , MT, 406-2574697 
Hanson’s Motorsports, Sittings, MT, 406-545-7338 
Kurt's Polaris, Missoula, MT, 406-541-3651 
Poet Motorcycles, Helena, MT, 406-4574238 
Johnny's Cycle, Nebraska City, HE, 402-8734913 
Nautts Powersports, Manchester, NH, 603469-7220 
Town & Country Cycle Center, Hamburg, Hi, 973475-2111 
Trapani Race Setups, Waretown, NJ, 609-693-3773 
DT Motorsports, Alamogordo, NM, 575-434-0454 
Sierra BMW Motorcycle, Sparks, HV, 775-3554655 
Sportsman Cycle, Las Vegas, NV, 702-641-6401 
3 Seas Recreation, Mayvttle, HY, 716-753-2628 
Powerline Cycles, Mahopac, NY, 845-528-3401 
Steve's Custom Cycle, Lockport, NY, 716-625-4372 
Beaver Creek Cycle, listen, OH, 330-386-7353 


Championship Powersports, Wauseon, OH, 4194354600 
Pony Powersports, Westenriile, OH, 614-212-7888 
Airhead Sales & Service, Klamath Fails, OH, 541482-3572 
Beaverton Motorcycles, Tigard, OR, 503484-6600 
Dan's Motorsports Outlet, Aumsville, OR, 503-385-8108 
Bromley Motorcycle Sales, Ifeme, PA, 215457-1534 
Bromfey Motorsports, Stevensvilfe, PA 215-450-5487 
Kissel! Motorsports, State College, PA, 814-861-7890 
RyanCo Cycle Works, Bloomshurg, PA, 570-437-4034 
South Mtn Cycle Shop, Dilisburg, PA, 717-432-4097 
Upstate Cycle Greenville, SC, 864-232-7223 
Rosen's Motorcycle &ATV, Rapid City, SB, 605-348-3946 
Adventure Offroad, Leoma, TN, 931-852-5445 
Garry Griffith Cycle, Chattanooga , TN, 423-867-0423 
Big Country Motorsports, Magnolia. TX, 281-356-2586 
Ridgeftne Motorsports, Vernal, DT, 435-789-7433 
Steadmans Recreation, Tooele , UT, 435482-3344 
Sunny Offroad, St. George, UT, 4354324481 
Sunny Offroad, Perry, UT, 8D1 -438-1 101 
Allsport Cycles, Roanoke, VA, 54Q-772-2500 
Frank's Motor Bikes, Bellevue, WA , 425483-9000 
Smitty's Outdoor Power & Cycle, Yakima, WA, 589-453-9966 
Sprocket Sport Sales, Spokane, WA, 509489-7331 
Metro Motorcycle, Neenah, Wl, 920-722-0700 
Appalachian Offroad MC, Cross Lanes, I NV, 304-932-0437 
Alpine Motorsports, Casper, WY, 307-234-4944 


motui 



far parts, accessories and more information on our BYOB program, go to www.betausa.com 




TESTED 


FMF RACING 

FACTORY 4.1 TITANIUM FULL SYSTEM 

FOR KTM 450 SX-F $1,049.99 



It’s not easy these days to get more horsepower with an aftermarket 
exhaust system. Simply put, manufacturers are building stock exhausts 
better and better each year. FMF, however, did a great job of accentuat- 
ing the highlights of our 2017 KTM 450 SX-F with its Factory 4.1 Titanium 
Full System. 

Getting the stock system off of the 450 SX-F is not the easiest thing 
to do. You have to drop the linkage and remove the shock to let the long 
stock head pipe wiggle its way free. Once that is over, however, installing 
the FMF system is painless, and if you want to remove the FMF system for 
any reason, you will not have to remove the linkage and shock because 
the three-piece 4.1 system comes off without hassle. 

Once on the track you immediately notice better throttle response and 
improved bottom-end pulling power. Coming out of corners and rolling 
on the throttle you can feel more meat (or pull) when in soft conditions. 
Although with the FMF 4.1 system installed it is a little louder than the 
stock muffler, in return you are getting better pull and a livelier engine 
character. It makes the light KTM 450 SX-F feel even lighter due to the 
crisp throttle response. Midrange is increased as I noticed third-gear 
roll-on was stronger down straights. With the stock exhaust in Map 1 it 
was tough to run third gear in some tighter corners, but with the FMF 
system the KTM was friendlier in third gear and could pick up rpm quicker. 


Top-end and over-rev didn’t improve over stock, but the FMF system 
didn’t hurt it either. There is plenty of engine up on top, and the over-rev, 
a standout quality of the orange steed, wasn’t compromised. 

I have noticed when running a 120 rear tire that the tire does touch the 
inside of the muffler, but if running a 110-size rear tire no marks were shown. 
Riders might get even more rubbing marks if running this muffler with an 18- 
inch rear tire for off-road conditions. The complete FMF 4.1 titanium system 
reduces weight of the KTM by another 1.4 pounds (compared to the stock 
system) ! I can get anywhere between 10 to 14 engine hours on the muffler 
before I need to think about repacking. You will notice the 4.1’s muffler can 
sound a little rattly when that time comes. Do not try to keep riding with the 
muffler packing burned out, as you will 
only break the core off inside the can 
and cause yourself more trouble. 

I am very happy with the perfor- 
mance, looks, and quality of the FMF 
4.1 Titanium Full System and would 
recommend this system for anyone 
who wants to make their already fast 
KTM 450 SX-F a little faster and even 
lighter. It’s a win-win. Kris Keefer 


RATE 

88 

INSTALLATION 

18/20 

PERFORMANCE 

47/50 

DURABILITY 

8/10 

DESIGN 

8/10 

PRICE 

7/10 


FMFRACING.COM 

(310)631-4363 
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MOTO HOSE 

RADIATORS 

FOR 2017 KTM 250 SX-F $199.95 (per side) 


RIDE HARD 

AND CARRY THE RIGHT TOOLS. 

WHAT ARE YOU CARRYING? 




Although there is nothing 
inherently wrong with the stock 
2017 KTM 250 SX-F’s radiators, 

I was excited to receive a set of 
aftermarket units from Moto 
Hose and put them to the test 
right away. 

One of the things I noticed 
while removing the stock KTM 
units is they mount to the 
frame via plastic pieces that 
are riveted onto the radiators. 

I haven’t had a problem with 
these breaking but can see how 
they could be a weak point in 
a nasty crash. The Moto Hose 
units are beautifully hand fabricated and welded (I know because my nine-to-five job is as 
a welder/fabricator), with a factory-looking polished finish. The new radiators mount to the 
frame with aluminum tabs that are welded to the radiator itself, and the fit of the new units 
was impressively accurate. In fact, the holes where the radiators mount to the frame were 
so precise that they were a little snug going on and didn’t allow for much play to line up the 
plastics. Other than the slightly snug holes, the installation was very straightforward and only 
took about 25 minutes. 

The new radiators reuse all the stock mounting hardware but come with a new 2.0 BAR radia- 
tor cap to replace the stock 1.8 unit. The main benefit to aftermarket radiators is that you get a 
little more coolant volume and much more aluminum surface area, which dissipates heat much 
more efficiently than the stock units that integrate plastic. 

Although we never had a problem with overheating with 
the stock radiators, we were happy to test these at the first 
round of the West Coast ISDE qualifier. Throughout the 
two-day event we had no issues with leaking or overheat- 
ing after racing over 100 miles. Although the price may 
be close to boiling over, these radiators never did, and the 
old saying is true that “you get what you pay for” with the 
beautifully handcrafted Moto Hose radiators. 

-Michael Allen 


RATED 

88 

MATERIAL/STYLE 

19/20 

INSTALLATION 

8/10 

FUNCTION 

47/50 

DURABILITY 

8/10 

PRICE 

6/10 


MOTO-HOSE.MYSHOPIFY.COM 
(704) 340-7958 



kershawknives.com ddidd 



TESTED 


L E ATT 

GPX 5.5 ULTRAWELD JERSEY AND 5.5 IKS PANT 

$74.99 JERSEY, $179.99 PANT 



I’ve taken my time testing the Leatt GPX 5.5 gear because there 
is a lot going on in this gearset. I’ve ridden with it at the track and 
off-road for more than four months (not every ride but a lot). Leatt 
wanted to really stand out in the gear market, and a lot of technical 
features are built into both the jersey and pant. 

Starting with the jersey, the “Ultraweld” moniker denotes that the 
seams are tape bonded, which reduces bulk while also being super 
stretchy. This is the lightest, most vented jersey I’ve ever worn-yet 
it is also one of the softest and stretchiest. When you put it on, it’s 
almost like it’s not even there, which is great for moderate to extreme 
heat, but when there is a nip in the air I wanted more wind blockage. 
This jersey seems to be able to stretch infinitely, which is great for 
movement on the bike and when wearing an under-protector. And, 
for those riders who are proud of their athletic prowess, the athleti- 
cally thin cut will absolutely show off your muscles. For guys like me 
in the XL range, the fit is not uncomfortable by any means-just more 
revealing than other slim-fit jerseys I have. 

The pant also has a very stretch-oriented chassis, and the “IKS” 
stands for Internal Knee Brace System. You can think of this as sort 
of a MIPS system for your knees. Basically there are four layers of dif- 
ferent materials that slide against each other in an effort to minimize 
the damage knee braces can do to the knees of riding pants. To be 
honest, this was one feature of the pant I didn’t notice. Everything 
felt normal while gripping the bike, and perhaps this is a sign that the 
IKS was doing what it was supposed to be doing. There were no exter- 
nal signs of wear in the knee area, but we saw some minimal wear on 
the inside of the pant in the knee area. 

The sizing on the pant is XS to XXL, but each size correlates to a nor- 
mal pant size (XS = 28, S = 30, M = 32, L = 34, XL = 36, and XXL = 38). 


I wore an XL since I wear 36, and the sizing of the leg was spot on, if a 
tad bit tight for knee braces, but they did fit. The waist sizing was odd 
though. The expanding side sections are very stretchy, and I adjusted 
the ratcheting closure to the max because the waist opening was so 
stretchy. But I can’t say that the pant slid down while riding because 
there is plenty of stretch throughout the chassis and in the above- 
the-butt area, plus there is silicone gripper material around the waist 
opening, as well as on the tail of the jersey. I had plenty of freedom 
for movement on the bike, and the seat material is a non-stretch, 
thicker material for durability. 

Speaking of durability, I’ve been absolutely surprised by how well 
both the jersey and pant have held up. With other minimalistic, 
hyper-stretch gear, we’ve ripped the pants wide open on the first ride. 
Yet the GPX 5.5 gear has held up to off-road abuse without issue. It 
should be noted, though, that some of the gnarlier off-road rides in 
this gear were in colder weather, so I was wearing a jacket therefore 
shielding and protecting the jersey. The pant took the brunt of bushes 
and branches and has the stains to prove it, but there aren’t any rips 
or tears. 

Overall, this is one of my favorite sets 
of gear. I’m not pumped on the high- 
viz color (there are other less-loud 
colors to choose from) or how slim-cut 
the jersey is, but that is just motiva- 
tion to step up my workouts. And 
since I run hot, I prefer vented gear 
for most rides. This is extremely high- 
performing gear for the serious moto 
and off-road rider. -Sean Klinger 


RATED 

89 

STYLE 

17/20 

COMFORT 

9/10 

FUNCTION 

48/50 

WASH/CARE 

9/10 

PRICE 

6/10 


LEATT.COM 
(800) 691-3314 
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I’m too young to remember plastic dirt bike levers, but it doesn’t take much imagination to see 
how that could be a horrible idea. And when “composite” levers came back on the market, that’s 
what a lot of people thought they were. But I can say that these are definitely a whole different 
thing from cheapo plastic levers. 

Next Components’ Smart Levers aren’t the first of the new generation composite levers on the 
market-that honor goes to the ARC Memlon levers. But, rather than pivots and springs to allow 
a lever to move, not break, in the event of a crash, these Smart Levers are made from a stiff but 
flexible composite material that bends, rather than breaks. Next calls it LCP-10 Liquid Crystal Poly, 
and it has a slightly matte finish that is grippier than glossy metal. 

First off, I’m a huge fan of the Memlon levers-not just because of their non-breaking quali- 
ties, but I love the wide vertical surface they have. They are just comfortable on my fingers 
and nice to pull. In that regard, the Next Components levers seem a little slimmer but still 
wider than typical levers. One complaint some riders had of the Memlon is that there was 
a small amount of flex when pulling in the lever, yet I didn’t have any flex with the Smart 
Levers. They are definitely stiffer, and riders didn’t even notice that these levers weren’t 
aluminum when they hopped on the bike. We didn’t have any slams while testing the levers, 
but just bending the levers with our hands, they are much harder to bend, and they snap back 
to their original shape on their own, rather than having to be bent back. 

I do wish the clutch lever was 
adjustable but, overall, these 
levers have a very sleek look and 
a cool design that doesn’t use any 
hinges or springs and shouldn’t 
leave you with a DNF because of a 
broken lever. Sean Klinger 



RATED 

89 

INSTALLATION 

19/20 

FUNCTION 

47/50 

DURABILITY 

9/10 

DESIGN 

7/10 

PRICE 

7/10 


MATRIXRACINGPRODUCTS.COM 

(661)253-1592 
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GIVE YOUR BIKE THE 
GOOD STUFF with a K&N® 
High-Flow Air Filter,™ designed to 
increase horsepower with more 
airflow— and more ride time 
between cleanings. Add a durable 
K&N® performance oil filter and 
you’re ready for all the dirt the 
track can dish out. Find your filters 
and order online today. 

KNFILTERS.COM | 800-858-3333 



SUPERIOR AIRFLOW. 
SUPERIOR PERFORMANCE. * 
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POPULAR OFF ROAD COLORS 

•20950R Honda Tahitian Red 
•21150R Honda Passion Red 
•29660R Honda Accurate Silver 
•42600R Suzuki Flint Grey 
•3050OR Kawasaki Lime Green 
•3051 OR Kawasaki New Lime Green 
•56160R Yamaha Silver 
•5B150R Yamaha Racing Blue 
•90054OR KTM Glossy Orange 


REQUIRES NO CLEARCOAT 


Paint available for 
mostJapanese, 
American and 
European 
makes/models. t . 

A > 




www.ColorRlte.com 

1 - 800 - 358-1882 


PIRELLI 

SCORPION RALLY TIRES 

FOR ADVENTURE BIKES 
S125.54-S196.74 FRONT 
$145.58-5216.74 REAR 



and off-road miles, both loaded 
with gear and unloaded. Wear 
and durability are real concerns 
for those on extended trips in 
far-off lands where replacements may be impossible to obtain. Pirelli addresses these needs 
with its DOT-approved Scorpion Rally tires. 

The most noticeable thing on the Scorpion Rally rear tire is the shortness of the center 
knobs (11mm tall) compared to other rear rally tires. The rear tire excels in softer terrain and 
performs better in mud than other adventure-bike-targeted tires. Sand and loamy dirt are 
what this tire wants to eat, eagerly digging in during both acceleration and braking. Putting 
the tire on edge in the soft stuff also yields great results. 

Unfortunately, as good as the rear tire performs in these conditions, it struggles on hard- 
packed dirt and gravel. Hard-based dirt roads with gravel on top exposes the weaknesses of 
this tire, the rear wanting to slide sideways when decelerating, even without the use of brakes. 
The tire also drifts sideways under acceleration and spins on the center knobs if starting from 
a standstill on rock slabs. Airing down to the mid-20 psi range does help but also raises fears 
of pinch flatting a tube. Highway manners of the Scorpion Rally rear tire are fine, but when 
loaded with travel gear, the center knobs visibly wear quickly (a lot of this due to the shorter 
starting point). Wet roads required caution as the feel became vague, especially under braking. 

The Scorpion Rally front tire was a welcome revelation, performing well in all types of ter- 
rain. Although no performance area was spectacular, it worked well across a myriad of condi- 
tions encountered while adventure riding. Hardpack, gravel, sand, loam, and even mud didn’t 
deter this front tire, always feeling predictable. Both straight-line braking and trail braking 
are devoid of any surprises. Aggressive lean angles (for an adventure bike) can push the front, 
and the breaking point is abrupt, but these situations on an adventure ride are rare. Tarmac 
manners were in line with minimal squirming, but similar to the rear Scorpion Rally, wetness 
diminished road feel both during braking and on lean. 

Neither front nor rear tire suffered a puncture, sidewall tear, pinch flat, or chunking during 
the 2,000-plus-mile, roughly 50/50 dirt and road testing period (photos are at the end of this 
period). Testing included both heavily loaded multi-day 
touring and unloaded day trips. Air pressure varied from 26 to 
35 psi, depending on surface, terrain, and loads. The rear tire 
center knobs show the normal quickest rate of wear; the front 
tire wear suggests that it can easily last through two rears. 

The Pirelli Scorpion Rally is a welcome addition to the DOT- 
approved tires available for the two-wheeled adventurer. 

The rear is best suited for those venturing out on mostly 
softer parts of the planet, while the front is a great all- 
around choice. i 1st ore 


RATED 

80 

NEW PERFORMANCE 

25/30 

USED PERFORMANCE 

15/20 

DURABILITY 

17/20 

MOUNTING 

9/10 

PRICE 

14/20 


PIRELLI.COM OR CONTACT YOUR 
LOCAL DEALER 



Adventure bikes place incredibly 
wide demands on tires-road 
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Las Vegas, NV 

/August 

19 

Reno, NV 

/ September 

23 

Denver, CO 

/ September 

30 

Everett, WA 

/ October 

14 

Phoenix, AZ 

/ October 

28 

Boise, ID 

/November 

04 

Ontario, CA 

/November 

18 
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ENDUROCROSS.com 

Seven cities, one night each. Don't miss it! 

Watch Amateur & Pro practice and qualifying, free all day 

Pit access free to the public all P ay 



PJ! 





Husqvama 
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DAMAGE AND RIM REPAIR 

Story By Allan Brown • Photos By Sean Klinger 


So you have a newer bike and your wheel hit something that caused a big dent on one 
side of the rim. You don't want to buy a new rim, but you are not sure if you can fix 
the one you have. This repair will require an intermediate mechanical skill level. A 
few items you will need that not everyone has are a hydraulic press (a small one will 
work fine], a propane torch, and a wheel stand. The most important of these would be 
the hydraulic press-I would not suggest attempting this repair without one. Here are 
a few photos and tips of how you can make that rim look really good and save a few 
bucks at the same time. 
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1. Determine if the rim is damaged on one or both sides. Remove 
the tire and clean the rim thoroughly. If the rim appears to be 
damaged on both sides and you try to repair it, you will be left 
with a severe flat spot. If that is the case, it is a better idea to 
replace the rim. 

Make sure the rim is not cracked. We would not suggest welding 
a rim and then trying to straighten it. If the rim is damaged to the 
point that it cracked, just go ahead and replace it. In this photo 
you can see this dent is quite big. I would say this is very close to 
the limit of what can be repaired. 


2. Loosen the spokes in the area of the damage to reduce the ten- 
sion. Typically you will need to loosen at least the three closest 
spokes. You may have to go up to five; however, if the effected 
area covers more than five spokes, you should consider replac- 
ing the rim. Be sure to loosen each spoke slowly no more than a 
quarter turn before moving to the next spoke. 

3. Using a hydraulic press, align the rim so you can press on the 
area that is damaged. Support the opposite side of the rim with 
something like a piece of wood to minimize scratches. This dent 
was large enough that I would not attempt the repair without a 
press. A smaller dent you might be able to repair in a heavy-duty 
vise, but it's going to be hard. Be careful when using a vise, as it 
will be much harder to control the wheel, and you don't want to 
scratch or damage the rim. It would certainly be helpful to have a 
friend help you hold the wheel if you work with a vise. 

4. You can heat the rim with a propane torch a little in the area 
you are trying to bend. They are available at most hardware 
stores starting at $20. This will help the rim return to its original 
shape and help prevent cracking. Be careful not to heat the rim 
too much. Do not point the torch toward the spokes, as you could 
easily damage them. This is also a step that will require rea- 
sonable judgment. If you find yourself heating it too much or it 
requires too much heat, you should consider replacing the rim. 

5. Begin to apply pressure to the damaged area slowly. As you 
apply more pressure you can continue to apply some heat. Go 
slowly-this is very stressful on the rim and there is no need to 
rush. Lift the press and check to see how much farther you need 
to go. You will most likely need to repeat this several times. 
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DR. DIRT 


ASSESSING RIM DAMAGE AND RIM REPAIR 


6, 7 , 8. Once you are getting close to where 
you feel the rim is straight, you can add 
a small piece of flat steel to help make a 
larger flat area, still heating the area you 
are trying to repair. At some points you 
might have to push down fairly hard on 
the other end of the wheel to counteract 
the force from the press. 








9, 10, 11. As you can see, we were able to get this rim 
back into fairly good condition. You will still most 
likely have a small flat spot that is manageable. Flat 
spots are pretty much impossible to remove. You 
can now true the wheel either on a wheel stand 
or installing it on your motorcycle and using an 
indicator that you can attach to the motorcycle. A 
little duct tape and marker/pencil/straw-just about 
anything that won't scratch your rim will work fine. 
Keep in mind the rim will never be as good as new, 
as the bending and heating will weaken the rim a 
little in that area. OR 


WANT MORE 


[ Get more how-to advice and tips on our website’s 
Wrenching page at dirtrider.com/tags/wrenching-tips. 


I 
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Designed to run cooler, last longer 

Stronger, smoother engagement 

Includes frictions, steels, and heavy duty springs 

Available for a wide variety of off-road 
motorcycles and ATV's 


Textured powder-coated finish with 
contrast cut logo 
Baja tested and proven 


CNC precision machined billet 
aluminum 

Replaceable stainless steel inserts 
virtually eliminate grooving 
Increases oil flow for longer 
clutch life 


Attached steel surface is guaranteed 

to never wear out 

Cooler operating temperature 


DIRT DIGGER CLUTCH KITS 


BILLET CLUTCH COVERS 


BILLET CLUTCH BASKETS 


BILLET PRESSURE PLATES 


order online at www.barnettclutches.com 



SKIDPLATE MOUNTED LINKAGE GUARD 


FOR ALL KTM MODELS WITH LINKAGE & HUSQVARNA 2014-2017 MODELS 




Glides over obstacles like rocks & logs without hanging up or 
damaging your shock linkage. Injection-molded from an ultra-slick 
& flexible composite material, giving you the crucial blend of 
performance and protection. All installation hardware included. 

















IMPROVING CORNERING 
TECHNIQUE USING 
TURN TRACKS 

WITH ANDREW DELONG 

Story And Photos By Shan Moore 

Off -road riders have long used turn tracks to practice 
corners and to warm up for events. However, have you 
ever really taken the time to think about what you 
accomplished by practicing on a turn track? Dirt Rider 
recently spent three days with Andrew DeLong at a 
photo shoot in New Jersey where we witnessed first- 
hand the AirGroup/Enduro Engineering Husqvarna 
Racing-backed rider working out on an impromptu 
turn track. Here's what Andrew had to say about the 
benefits of practicing on a turn track: 


“First of all, one of the most important things you learn from a turn 
track is how to carry your momentum through one turn and into the 
next. That’s a vital part of woods racing, since the turns are so tight and 
there are very few straightaways to make up time. It also makes you 
totally commit to the turn.” 

“Another important concept is learning to carry your speed while running a 
higher gear. That means fewer shifts and more time on the gas.” 

Andrew also explained that there are a lot of different ways to practice on a 
turn track. Andrew says that if you’re a rider who likes to stand in turns, then 
practice sitting in the turns. Try using different gears. But most importantly, 
don’t forget the basics. Sit forward on the seat, use your inside leg as a rud- 
der, keep your outside arm up high to help you turn, and use your head and 
eyes. The bike always goes where you point your head and eyes, so tilt your 
head into the turn and look at where you want to go. 

Another good tip, according to Andrew, is to have a buddy shoot video of 
you while you’re on the turn track. He told us that sometimes he’ll think 
he’s turning a certain way only to see he’s doing something totally different 
when he watches the video. 


Other ideas Andrew told us about are to practice using only the front brake 
and then practice using only the rear brake. He also emphasized a smooth 
transition from braking to getting on the gas. Andrew even suggested set- 
ting up your turn track through tight trees to simulate a woods course for you 
enduro racers. ER 
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WANT MORE 


Follow Andrew DeLong during the 2017 season on Instagram @adelong7. 
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SAG-SETTING TIPS 

WITH BETA USA CREW CHIEF 
ZACK HUBERTY 

Story And Photo By Shan Moore 


1 ) No matter what method you use— like setting the sag when the suspension is hot or 
setting it when it’s cold— the main thing is to stay consistent and do it the same way 
every time. Generally, for Drew [Higgins], we set the sag when the suspension is cold with 
Drew wearing all of his gear. 


Properly setting your bike's sag is one of the 
most important things you can do to make 
sure it handles its best. Zack Huberty, crew 
chief for Beta USA's off-road team, says no 
matter what method you use to set sag, the 
key is consistency "You're trying to eliminate 
all the variables, so find a method that works 
for you and do it exactly the same way every 
time." Huberty proceeded to tell Dirt Rider 
magazine his top tips for getting consistent 
sag settings. 


WANT MORE 


Keep up with the Beta USA team at betausa.com. 


2) The ideal place to set sag is on a perfectly flat surface. If you are at the track, then try 
to find the most level place you can find. You’d be surprised how much being on a slight 
incline will change the readings. 

3) If you’re going to wear a hydration system during the race, then wear it with water in it 
when you’re setting your sag. 

4) Set your sag with three-quarters of a tank of fuel. If you set the sag with a full tank, 
once you start the race the setting is only going to get farther off as you burn fuel. A full 
tank can amount to as much as 15 pounds of weight. 

5) Where you sit on the seat makes a difference. Sit in your most natural riding position 
when setting your sag. If you ride up near the fuel tank most of the time, then that’s 
where you want to sit when setting your sag. An inch forward or backward on the seat can 
change your sag settings. 


6) Don’t worry about setting sag on a new bike right off the floor or out of the crate 
because everything is going to settle on the bike after 30 minutes to an hour of riding, 
which will throw the sag off. You’re better off getting the sag in the ballpark then riding 
it for 30 minutes and then zero-in on your sag settings. ER 
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PRO SECRETS TRAINING 


ALTITUDE PREPARATION 

WITH DOC EDWARDS 

Story By Mark Kariya ■ Photos Courtesy of Monster Energy Honda And Ricky Brabec 


Doing anything physical at altitude is way tougher 
than at sea level because of lower oxygen levels. With 
that in mind, consider the plight of riders at the 2017 
Dakar Rally who faced six days of racing in the Andes, 
often above 10,000 feet. Knowing this, American Dakar 
hope Ricky Brabec consulted with Dr. Johnathan 
Edwards to better prepare himself for the rally. 

Besides being a competitive cyclist and motocrosser, 
Doc Edwards has been a team doctor at the Tour de 
France as well as for the KTM factory rally team. The 
steps he had Brabec follow are applicable to anyone 
who wants to get ready for low-oxygen environments. 



“There were several things that went into preparing Ricky for the altitude. 
The first thing was to make sure Ricky had a good cardio base training 
program. Setting up a hypoxic generator and an altitude tent was the next 
thing. This is an interesting story because Ricky couldn’t afford the typical 
hypoxic generator and tent for $5,000, so I showed him how to make one 
himself.” The construction uses PVC pipe and vinyl; the tent fully encloses 
the bed, and while not absolutely air-tight, this allows the hypoxic generator 
to drop oxygen levels significantly. 

“While he was in the altitude tent, I had to reassure him a lot. I received a lot 
of texts asking if it was okay to have his oxygen levels so low at night. I also 
helped him with the timing of how long to stay in the tent. If someone does 
it for too long, they can actually de-train and become fatigued. 

“The final thing I helped Ricky with was how to naturally optimize his iron 
levels and his weight. Through eating liver, taking certain vitamins, cutting 
carbs, and learning to eat a whole-food diet, he was able to cut the weight 
necessary and his iron levels were spot on. It’s all about optimization. For 
Ricky’s weight, our goal was [for him] to lose 10 pounds, though we didn’t 
quite reach that. He went to Dakar between 205 to 210 pounds. And my main 
goal for iron is to medically optimize his blood iron levels as well as his fer- 
ritin levels. Ferritin is the protein that carries iron in the blood. The goal for 
ferritin is above 125 on the lab tests, and we achieved that.” 

And Brabec’s take on all of this? “I’m kind of still on that same program [ex- 
cept for sleeping in the altitude tent, which should only be used as a tune-up 
and not constantly],” he points out. “I feel good; my energy is through the 
roof, and I’m not really ever tired even though I’m always wide-open.” ER 


WANT MORE 


Follow Ricky on Instagram @rickybrabec. 
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DRY SEAT, HAPPY FOAM 


Story And Photos By Sean Klinger 

Take your seat off when you wash your bike, especially if you have an aftermarket seat cover. This is a cheap and easy way to 
extend the life of your seat foam. As you can see in the photos, water can get into your seat foam from washing, as well as from 
wet and muddy riding conditions. You can see the ribbed pattern of the seat cover has transferred onto the foam at each of the 
seams. Unless it says so, most aftermarket seat covers are not water resistant, while most DEM seat covers are. Over time, the foam 
begins to crumble and just sort of fall apart from getting wet. It can also get waterlogged and start to weigh a lot. The seat in the 
photos is only a year old, and it was removed during the majority of bike-washing sessions; the cover was removed to inspect the 
foam. But the bike is a GNCC racebike and it saw a lot of muddy, sloppy, wet conditions, so some degradation is unavoidable. TTT 
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LONG HAUL 


2017 HONDA CRF450R 


Story By Kris Keefer • Photo By Jeff Allen 


T he 2017 Honda CRF450R was runner-up 
in our 450 MX Shootout (Feb. /March] 
and was one of the most fun bikes of 
the bunch to ride. When I got the chance to 
keep the Honda, I decided to go to Yoshimura 
and put its RS-9 full titanium system on to 
lighten it up a couple of pounds and try to 
broaden the mid- to top-end pull. The Yoshi- 
mura system smoothed the bottom-end roll- 
on power then increased the mid- to top-end 
like I'd hoped. I also wanted to get a little 
extra stopping power from the front brake, so 
Galfer provided me with its 270mm oversize 
wave rotor. The semi-mushy feeling of the 
stock Honda front brake quickly became very 
powerful and now doesn't take much pull 
from my finger to get the CRF450R stopped 
in a hurry. I swapped out the stock 7/8 bar 
mounts and Renthal handlebar for a set of 
1-1/8 bar mounts and a ProTaper Fuzion han- 
dlebar. I like the Fuzion bar because it retains 
the stock crossbar flex feeling the Honda 
comes with but doesn't give you the rigidity 
through your hands that some oversize bars 
have. You can unlock or lock the crossbar on 
the Fuzion for your desired flex preference, 
but I usually left it in the "unlock" position for 
most tracks I went to. 

Since we have been getting tons of rain in 
Southern California (and most tracks were 
flooded] I was forced to head for the deep 
sand tracks of the high desert for a few 


weeks to ride. Dn one occasion I could feel 
the clutch lever get very hard to pull in and 
the Honda began to pour out radiator cool- 
ant from the overflow hose. I immediately 
stopped and parked it for the day. 

Once home and upon further inspection, I 
noticed that one of the clutch fibers broke in 
half causing the clutch and engine to get hot. 
There was no other damage done to the en- 
gine, and a new stock clutch kit (fibers, steels, 
springs] was put in. A tip to all you Honda 
owners is to make sure to check the radiator 
level every ride. Sometimes if left at idle too 
long, the Honda will spew out some coolant 
and leave you with a low fluid level, causing 
the engine to run hotter than it should. 

Since then I have put more than 12 engine 
hours on the Honda and have had zero 
trouble. The next step for this Long Haul is 
to get a set of Showa A-Kit suspension to go 
racing with [this recent photo shows initial 
testing of that fork] and combat the soft stock 
feeling the CRF450R has for my weight and 
riding ability. Once the suspension is broken 
in, the Honda is a little on the soft side for 
aggressive riding. I would like just a little 
more hold-up, especially on the fork, as it 
can dive on decel. I am looking forward to 
logging many more hours on this first-year- 
generation red machine, so stay tuned to see 
what else comes along for this 2017 CRF450R 
as the hours rack up. dv 


PRIMARY USE: 

MOTO RACING AND TEST MULE 

MAIN MODS: 

YOSHIMURA RS-9 TITANIUM FULL 
EXHAUST, PROTAPER FUZION HANDLEBAR, 
PROTAPER RACE-CUT HALF-WAFFLE GRIPS, 
RENTHAL CHAIN AND SPROCKETS, TWIN 
AIR FILTER, DUBYA TALON CARBON HUBS 
WITH D.I.D DIRTSTAR RIMS AND GALFER 
OVERSIZE BRAKE ROTOR 

MOMENT OF GLORY: 

WINNING LOCAL RACES AND MAKING JUST 
ENOUGH MONEY TO EAT BURRITOS ON THE 
WAY HOME 

FORGETTABLE 

EXPERIENCE: 

BREAKING A CLUTCH FIBER AT A DEEP 
SAND TRACK 

HOURS: 29 

AFTE R M ATH : TWO STOCK CLUTCH 
KITS, FIVE NEW AIR FILTERS (FOR CONVE- 
NIENCE), THREE SETS OF DUNLOP TIRES, 
ONE PAIR OF HANDLEBARS, TWO PAIRS OF 
GRIPS, SEVEN OIL CHANGES/OIL FILTERS, 
AND SEVERAL GALLONS OF THE FINEST 
CALIFORNIA-BLEND PREMIUM PUMP FUEL 
MONEY CAN BUY 


WANT MORE 


J Check out the 2017 Honda 
CRF450R project build at dirtrider.com/2017- 
honda-crf450r-project-build. 
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